\o 


D099 8909 O oOo Oo OO 





~The Traffic World 


An independent national journal of transportation; a working tool for traffic men 


Rail —Water — Motor Vehicle —Air — Material Handling and Distribution 


+o 


Volume XLVIII 





Our Platform 


A conference participated in by representatives of 
all interests, as well as government officials and 
economists, for the purpose of determining the facts in 
controversy with respect to competitive forms of trans- 
portation, with a view to setting up a sound and fair 
system, with proper coordination. 

A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





INTERCOASTAL REGULATION 


OR many years we have advocated regulation of 

intercoastal steamships. It is, therefore, with con- 
siderable gratification that we learn that sentiment 
among steamship operators is at last turning in that 
direction. At a meeting with the U. S. Shipping Board 
last week, sixteen operators were asked their views. Six 
of them favored governmental regulation, three were 
opposed to it, and seven were noncommittal. Probably 
among these seven were some more or less inclined to 
favor some kind of regulation. 

To be sure, steamship operators are not turning to 
regulation out of belief in its inherent righteousness or 
its economic wisdom in general; they are influenced by 
their own interests; they find themselves unable, through 
their own machinery, to stabilize their rates and prac- 
tices and they are appealing for help to accomplish what 
they are unable to do for themselves. Though our 
advocacy of regulation has been based, we think, on 
higher and better grounds, nevertheless, we have taken 
into consideration the practical needs of the ocean car- 
riers themselves in maintaining that regulation would 
finally come about. 

The U. S. Shipping Board has drawn for introduction 
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in Congress a bill giving to it the regulatory authority 
necessary, as it sees the matter. We have no doubt that 
this is the sort of regulation desired by the ship operators 
who favor any at all. It 
views. However competent the Shipping Board may be 
to deal with such matters, we think regulation of inter- 
coastal shipping should be under the same authority that 
regulates the railroads—for obvious reasons. The reasons 
are that ocean and rail transportation have a relation to 


does not, however, meet our 


each other that must be considered in any form of sound 
regulation; if we have two boards or commissions regu- 
lating two kinds of transportation, we shall have com- 
petitive regulation as well as competitive transportation 
—and who is to coordinate the regulation ? 

For instance, intercoastal shipping and transcon- 
tinental railroad transportation are closely competitive. 
The railroads think they should be permitted to make 
fourth section rates to the Pacific coast to meet steam- 
ship rates through the Panama Canal. This is one way 
of meeting the competition. Another would be an increase 
in Panama Canal tolls. Still another way is to build the 
so-called Illinois waterway from the Lakes to the Gulf, 
now under construction. We maintain that all these 
phases of the problem should be considered by one body 
in the interest of building and maintaining a sound 
transportation system, as a whole, with each part bear- 
ing its correct relation to every other part, instead of 
one kind of transportation being regulated by one body 
and another kind by another body, with probably no 
coordination and possibly worse than that. 

Of course, we haven’t even Shipping Board regula- 
tion as yet and may not have it. If we get it, it will at 
least be a step in the right direction and might work out 
better than expected. If it did not, its failures might 
lead to a better method. Anyway, the necessity for regu- 
lation has become apparent to many who, in times past, 
scoffed at the idea. 


FUNCTIONS OF THE TRAFFIC LEAGUE 

E feel complimented by the fact that the president 
W « the National Industrial Traffic League has cir- 
eularized the members of that organization with the pur- 
pose of ascertaining their views with respect to a sug- 
gestion made editorially in The Traffic World of 
December 5—that the League confine its activities to 
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technical traffic matters, for reasons pointed out. We 
have no vital interest in what the conclusion of the 
League may be and no desire to influence it, but we think 
the issue, if it is to be presented at all, ought to be pre- 
sented with entire correctness and fairness. This we 
think, the circular signed by President Mueller does not 
do. 

For instance, he attempts, we think, to prejudice 
members by saying that the attitude of this journal 
toward the League is so well known that “members will 
not be deceived.” Just what does that mean? It means, 
if it means anything, that The Traffic World has an 
object in an alleged attempt to discredit the League and, 
therefore, what it says is to be discounted. We would 
be obliged and we are sure the members of the League 
would be enlightened if President Mueller would say 
frankly what he conceives that object or motive to be, 
instead of indulging in innuendo. We have no purpose 
other than to discuss national transportation problems as 
they appear to us. If our views do not please the 
League or certain members of it, that is too bad, but, of 
course, the League must know that some of its views do 
not please other people either. Nothing in the editorial 
referred to nor in a subsequent one can be properly con- 
strued to justify the title line of Mr. Mueller’s circular— 
“Traffic World Editorial Attacks League.” 

Nor is President Mueller’s letter entirely consistent 
with the facts in other respects. He says we are criticis- 
ing the League for taking “too great and too active 
interest * * * in the big issues that confront the ship- 
ping interests of the country, as, for example, Ex Parte 
103 and Ex Parte 104.” If members of the League will 
read our second editorial on this subject, published in the 
lyecember 12 issue, they will note that, on the contrary, 
the fact that the League took no position in the Fifteen 
Per Cent Case, 1931, is used as an illustration of its 
ineptitude in dealing with national transportation prob- 
lems invested with a public interest. We are afraid Mr. 
Mueller has not fully understood our position. This may 
be our fault in that we do not know how to make 
language say what we mean, but in any event, the second 
editorial made our position clear. 

We do not blame those members of the League who 
think as they do for desiring to play a larger role than, 
perhaps, their positions fit them for, but, after all, the 
job of traffic manager of a commercial organization or 
an industry is a dignified one, even considered as we con- 
sider it. Heads of other departments do not feel war- 
ranted in speaking for their employers in matters of 
national policy nor do they feel insulted when it is 
stated that they have not that authority. At any rate, 
if the industrial traffic managers have or think they have 
this authority they should exercise it to a more compre- 
hensive and consistent extent. 


NON-WATERWAY SHIPPERS 
T is to be hoped that the organization of the National 
Inland Shippers’ Association, noted in The Traffic 
World last week, means something that will be really 
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national in scope and that will enlist the interest of all 
those who ought to be interested. The object is to stop 
the unfair practices and policies of the government wa- 
terway transport project. It seems not to have been 
generally understood—or, if it has been understood, not 
to have aroused much interest or action—that the govern 
ment policy of furnishing, largely at public expense, a 
cheap means of water transportation for those who 
are so fortunate as to be able to use it, is unfair, not only 
to competing forms of transportation, but also to ship- 
pers who are not able to use it. 

Transportation rates play a large part in the com- 
petition for business. A merchant or manufacturer who, 
for any reason, has an advantage in this respect over his 
competitors is not slow to use it. Railroad rates are con- 
stantly being revised to meet such situations. Competi- 
tion is a recognized factor in the making of rail rates. 
Some advantages, of course, are natural or inherent and 
cannot be removed. In such cases the commercial in- 
terest that has the advantage is in luck and the other 
fellow is out of luck. But there is no justification for 
the government setting up a competition with private 
agencies, selling transportation to those who are so sit- 
uated as to be able to buy it and use it at a price below 
what the private agency can offer—a lower price made 
possible because the taxpayers furnish the capital and 
pay, in part, the overhead of the government enterprise. 
This ought to be patent to anybody with a head on his 
shoulders. But it has hitherto seemed impossible to get 
anybody but the railroads to do anything about it. Some 
shippers seem now to be waking up also. We hope there 
will be more of them. 


POWER OF THE COMMISSION 


(By Thomas F. Woodlock, in the Wall Street Journal) 


Whether the four lawyers who shared the majority opinion 
of the Interstate Commerce Commission in the supplemental 
report on the “Fifteen Per Cent Case,” or the three lawyers 
who did not, are correct in their respective views of the law 
and its bearing upon the matter in hand is not for laymen to 
decide. There is an aspect of this divergence, however, which 
is open to discussion by lay people, for there is involved a 
question of public policy wider than any question of mere tech- 
nical interpretation of statutory provisions, and it is this aspect 
to which the present writer desires to direct attention. 

The Transportation Act of 1920 was the expression of the 
will of Congress that governmental control and operation of 
the country’s railroads should give place to control and opera- 
tion by the owners. It contemplated a system composed of in- 
dividual, independent and competitive units (ultimately to be 
less in number and larger in size than those then and now 
existing), each to be controlled by its owners and operated by 
its own management under the stimulus that is the common 
motive of human economic endeavor, namely, desire for profit 
to be obtained from the rendering of service. 

Congress, as the Supreme Court tells us, contemplated a 
group of such systems or units together constituting a “national 
system” in which there should be a nice balance between the 
individual striving of the component parts and the combined 
functioning of the national group. It placed the Commission in 
charge of the whole and gave it extraordinary powers to control 
the actions of the group-components. These powers are so 
extensve that, as this writer has more than once observed, the 
only really important action that railroad managers can now 
take without first seeking the Commission’s approval therefor 
is the declaration and payment of a cash dividend on capital 
stock: The Commission is in all other respects virtually 


omnipotent. 
Now it is evident that the very heart of the Transportation 
Act is its reliance upon individual initiative, motived by the 
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usual stimuli, for the furnishing of service that shall be good 
and reasonable in its charge. While Congress equipped the 
regulating authority with tremendous power to control the 
actions of the “individuals,” it must have intended that in 
exercising that control, the regulating authority should be care- 
ful to avoid any unnecessary restriction upon initiative, or any 
unnecessary interference with the stimuli for that initiative, 
tending to diminish their effective operation. 

Putting it in other words, it can not have intended that the 
“national” aspect should be emphasized at the expense of that 
initiative. 

It seems to this writer that it is precisely in this emphasis 
that the divergence of the majority and minority views in the 
“Fifteen Per Cent Case” chiefly consists. The majority finds 
in the “anti-pooling” clause, Section 5 (1), no legal warrant for 
compelling carriers to “pool” proceeds of rate increases so as 
to divert them to needy roads, and it drops the attempt to do 
so. The minority insists that ample warrant exists under a 
broad interpretation of the section and that the principle of 
the New England Divisions case in any event would cover the 
matter. 

It quotes what it calls the “significant statement” of the 
court in that cast to the effect that “whether the rate is reason- 
able may depend largely upon the disposition which is to be 
made of the revenues derived therefrom,” and takes the 
ground that while no divisions of through rates are here con- 
cerned, nevertheless the circumstances are such that the pro- 
posed increases may and should be treated as if they were 
divisions. 

Thus, in addition to a “broad” interpretation of Section 5 
(1) the minority proposes to make Section 1 (4) which deals 
with divisions cover something which the lawmakers most cer- 
tainly never intended it to cover. Particularly interesting is the 
minority’s closing expression on the whole matter, which is 
expressive of the above mentioned emphasis: 

“Apart from the fact that a sound plan is being exchanged 
for an inferior substitute, it is matter of great regret that the 
carriers have shown an inability to grasp the idea which the 
Supreme Court has recognized and voiced with such clarity and 
strength, namely, that the railroads are interrelated and mu- 
tually dependent parts of a national transportation system. 
There has never been a time when a _ spirit of mutual co- 
operation and solidarity were more essential to the welfare of 
the industry.” The time has surely come for the railroads, as 
it came for the sovereign states, ‘to form a more perfect union’ 
which will ‘insure domestic transquillity, provide for the com- 
mon defense, promote the general welfare.’ ” 

It seems to this writer that the view of the minority con- 
templates the extension of the Commission’s vast powers into 
territory which is at least not clearly within the zone of its 
authority, and in so doing, to bring under increased control 
the initiative of those whom the Supreme Court has designated 
as its “wards,” tending thus to remove or greatly lessen the 
effectiveness of those stimuli upon which Congress clearly relied 
for good results in railroad transportation. 

It further seems to him that this view conflicts with what 
he regards as a most fundamental principle of public policy. 
That principle is that in a government of laws, not of men, the 
need for scrupulosity in the exercise of public powers increases 
at least in proportion to the extent of those powers. 

Whatever warrant there might be for administrative ex- 
perimentation with small and limited statutory powers, there is 
none for experimentation with powers so vast as those reposing 
in the Interstate Conmmerce Commission—least of all when such 
experimentation touches the very heart of the law which dele- 
gated the authority. 


REVENUE FREIGHT LOADING 


Loading of revenue freight for the week ended December 
5 totaled 636,366 cars, according to the car service division of 
the American Railway Association. This was an increase of 
77,559 cars above the preceding week, when freight loadings 
were substantially reduced owing to the Thanksgiving holiday. 
It Was a reduction of 150,706 cars below the corresponding week 
last year and 296,943 cars under the corresponding week two 
years ago. 

Revenue freight loading by districts the week ended De- 
cember 5 and for the corresponding period of 1930 was reported 
as follows: 





Eastern district: Grain and grain products, 5,981 and 6,015; live 
stock, 2,493 and 2,815; coal, 31,353 and 44,073; coke, 2,371 and 2,629; 
forest products, 1,857 and 3,169; ore, 454 and 1,136; merchandise, L. 
Cc. L., 54,911 and 59,919; miscellaneous, 47,590 and 56,479; total, 1931, 
147,010; 1930, 176,235; 1929, 206,497. 

Allegheny district: Grain and grain products, 3,135 and 2,840; live 
stock, 1,919 and 2,008; coal, 29,914 and 41,485; coke, 2,328 and 4,109; 
forest products, 1,102 and 1,395; ore, 426 and 682; merchandise, L. 
Cc. L., 40,652 and 44,667; miscellaneous, 43,424 and 54,290; total, 1931, 
122,900; 1930, 151,471; 1929, 183,569. 

Pocahontas district: Grain and grain products, 271 and 261; live 
stock, 124 and 111; coal, 25,957 and 35,071; coke, 279 and 403; forest 
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products, 586 and 864; ore, 33 and 201; merchandise, L.-C. L., 5,721 
and 6,103; miscellaneous, 4,744 and 5,097; total, 1931, 37,715; 1930, 
48,111; 1929, 55,701. 

Souther district: Grain and grain products, 2,547 and 3,098; live 
stock, 1,014 and 1,253; coal, 16,512 and 22,099; coke, 397 and 495; for- 
est products, 6,761 and 11,463; ore, 268 and 827; merchandise, L. C. L., 
34,320 and 38,068; miscellaneous, 32,148 and 44,172; total, 1931, 93,967; 
1930, 121,475; 1929, 138,339. 

Northwestern district: Grain and grain products, 7,140 and 11,180; 
live stock, 9,853 and 8,584; coal, 9,054 and 12,458; coke, 827 and 1,518; 
forest products, 4,474 and 8,672; ore, 35 and 179; merchandise, L. C. 
L., 24,907 and 28,267; miscellaneous, 22,047 and 24,750; total, 1931, 
78,337; 1930, 95,608; 1929, 114,365. 

Central Western district: Grain and grain products, 9,820 and 
12,209; live stock, 9,712 and 10,448; coal, 12,351 and 15,315; coke, 152 
and 191; forest products, 3,354 and 5,614; ore, 1,843 and 2,669; mer- 
chandise, L. C. L., 27,617 and 31,142; miscellaneous, 37,757 and 49,472; 
total, 1931, 102,606; 1930, 127,060; 1929, 154,011. _ 

Southwestern district: Grain and grain products, 3,765 and 4,492; 
live stock, 2,171 and 2,396; coal, 4,956 and 5,469; coke, 134 and 179; 
forest products, 2,168 and 3,800; ore, 347 and 369; merchandise, L. 
Cc. L., 14,445 and 14,881; miscellaneous, 25,845 and 35,526; total, 1931, 
53,831; 1930, 67,112; 1929, 80,827. 

Total, all roads: Grain and grain products, 32,659 and 40,095; live 
stock, 27,286 and 27,610; coal, 130,097 and 175,970; coke, 6,488 and 
9,524; forest products, 20,302 and 34,977; ore, 3,406 and 6,063; mer- 
chandise, L. C. L., 202,573 and 223,047; miscellaneous, 213,555 and 
269,786; total, 1931, 636,366; 1930, 787,072; 1929, 933,309. 


Loading of revenue freight in 1931 compared with the two 


previous years follows: 

1929 
18,609 
97,183 
37,736 
89,142 
82,402 
9 
6 
0 
4 
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1930 
4,246,552 : 
3,506,899 ‘ 
3,515,733 K 


1931 

Five weeks in January............ 3,490,542 
Four weeks in February 2,835,680 
Four weeks in March 2,939,817 
Four weeks in April.............. 2,985,719 
Five weeks in May 3,736,477 
Four weeks in June 2,991,749 3,718,983 
Pour WOGns im July... .cccvcccccccs Bret 3,555,610 
Five weeks in August............ é ‘ § 
Four weeks in September ; 5 
Five weeks in October............ 3,813,456 4,751,34§ F 
Four weeks in. November......... 2,619,705 3,1$ k 
Week ended December 5.......... 636,366 
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EASTERN CONSOLIDATION PLANS 


Opposition to control by the Baltimore & Ohio of all or 
any part of the Chicago, Indianapolis & Louisville has been 
expressed by the latter carrier, the Southern, the Louisville & 
Nashville, the American Cotton Manufacturers’ Association, the 
Cotton Manufacturers’ Association of North Carolina, the Cotton 
Manufacturers’ Association of South Carolina, the North Caro- 
lina Traffic League, Inc., and the Chattanooga Manufacturers’ 
Association in petitions filed with the Commission in No. 12964, 
consolidation of railroads, which has been reopened for further 
hearing January 6 in Washington in connection with the appli- 
cations of the New York Central, Pennsylvania, Baltimore & 
Ohio and the Chesapeake & Ohio for approval of their four- 
system plan in the east. 

In an intervening petition, protest and application, the 
Monon, the Southern and the L. & N., protest against allocation 
in whole or in part of the Monon to the B. & O., and ask that 
the entire interest in the Monon be allocated equally and jointly 
to System No. 8, Atlantic Coast Line, and System No. 9, South- 
ern. 

The four-system plan provides for allocation of the Monon 
to the B. & O., while the Commission’s plan provides that the 
B. & O. shall have an undivided half interest in the Monon, and 
that the Southern and the Atlantic Coast Line each have an 
undivided one-fourth interest in the Monon. 

The petitioners, other than the Monon, Southern and L. & 
N., support che position taken by those carriers with respect 
to disposition of the Monon. 
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RECOVERY OF EXCESS INCOME 


Payments made by carriers of one-half of their excess net 
railway operating income, as preliminarily computed, under the 
recapture provisions of section 15a of the interstate commerce 
act, in the year ended October 31, 1931, totaled $31,636.74, ac- 
cording to an appendix to the annual report of the Commission. 
Of the total, $19,823.29 was applicable to 1930, $1,431.45 to 1929, 
and $10,382, to various preceding years. The names of the car- 
riers that made the payments and the total in each instance 
follow: Beaver, Meade & Englewood, $1,431.45; Central Rail- 
way Company of Arkansas, $1,739.52; Genesee & Wyoming, 
$577.82; Natchez, Urania & Ruston, $397.12; Unity, $15,699.85; 
Warrenton, $3,148.50; Washington Run, $1,600; Wyandotte Ter- 
minal, $7,042.48. 





MEYER AND LEE REAPPOINTED 


President Hoover December 17 sent to the Seante the nomi- 
nations of Commissioners Meyer and Lee for reappointment as 
members of the Commission. Mr. Meyer has been a member 
for twenty-one years. Mr. Lee has been! a member since Janu- 
ary 18, 1930, when he succeeded former Commissioner Campbell, 
for whose unexpired term he was appointed. The appointments 
are for seven-year terms. 











December 19, 1931 


Current Topics in 
Washington 





Yesterday was the anniversary of 
George Washington’s taking of his ragged 
army into winter quarters at Valley Forge 
in 1777. The United States George Wash- 
ington Bicentennial Commission, created by 
Congress, in its literature, has called atten- 
tion to the going into the camp of starvation and death from 
which the army emerged as a real army, thanks to von Steuben’s 
training of the men. Swearing at them, alternately in German 
and French—never in English, because his objurgatory and 
other English vocabulary was limited—that pupil of Frederick 
II gained the love and admiration of the men by showing them 
that he knew his business. The publicity of the celebration 
commission sets forth the facts that have caused countless 
sobs among school children. However, it has done more. That 
more may bring censure upon it, in one form or another, from 
its creator. 

“But the real tragedy of Valley Forge,’ says the publicity 
about Valley Forge, ‘tragedy even deeper than the sufferings 
of the patriot soldiers, was that their distress would have been 
needless but for the bugling of Congress.” 

Creatures of Congress do not often talk that way about 
the dispensers of their bread and butter. The publicity story 
of Valley Forge attributes Washington’s troubles to the ma- 
chinations of Gen. Horatio Gage, who wanted Washington’s 
place, and the other members of the Conway cabal, including 
Conway himself, and Mifflin. Conway’s and Gage’s intriguing 
got Congress to assume a large part of the “management” of 
the army with Conway as inspector-general and Miffln as com- 
missary-general. Miffin seldom got supplies to the starving 
men on time and when the food did arrive it was of exceedingly 
poor quality, if not actually rotten. If there was no grafting 
at that time, conditions were much like those in the Spanish 
navy, which, in 1898, when its supreme test came, sent Cervera’s 
squadron, bottoms covered with barnacles more than two inches 
long, out, with poor ammunition, poorer coal and Quaker guns 
in place of the 11.5 Hontoria guns for which appropriations had 
been made, against the United States navy. 

When the Conway cabal blew up, Congress increased its 
control over the management of the army—‘and” according to 
the celebrating commission, “the ragged and starving army at 
Valley Forge got the full benefit of its bunglings.” But the pub- 
licity, though bringing out more facts about the cabal than 
usual, is fair to Congress. That body appointed a committee 
on arrangements that went to Valley Forge to supervise Wash- 
ington’s management. Its members, however, looked on while 
he reformed the army. He so impressed them that they had the 
good sense to give him a free hand—including the full use of 
Steuben who created the army much as it today. John C. 
Calhoun, while he was Secretary of War, about a century ago, 
introduced the bureau system, not now nearly so strong as it 
was when the general staff was created. 


“Part of the genius in von Steuben,” says the publicity 
about Valley Forge, “was to see at a glance the possibilities in 
soldiers willing to endure such hardships for the sake of an 
ideal, and upon them he set to work with a will. The Rev- 
olutionary officers themselves became fired with the German’s 
zeal. The result was that Valley Forge became a most efficient 
training camp. Washington’s army marched into Valley Forge 
a horde of ragged nondescripts; it emerged an army of heroes, 
disciplined and drilled so that they could hold their own against 
any troops of the time on the field of battle.” 


Telling Congress 
About Its 
Early Bungling 





When Chief Justice Marshall said 
there was no reason to suspect he meant 
nothing more than that power meant the 
possibility of the government’s destroying 
the property of citizens. 

“In a larger sense, the power to tax 
is the power to destroy the form of government,” said Repre- 
sentative Beck, of Pennsylvania, in a radio speech, delivered 
under the auspices of the American Taxpayers’ League—an 
organization, that, according to James W. Wadsworth, formerly 
senator from New York, is trying to make the American people 
tax conscious, to make them realize how great a burden the 
tax-levying powers have laid on the backs of the people, of 


“The Power to 
Tax Is the 
Power to Destroy” 
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which the billions appropriated to carry on the world war is 
now the small part. The annual cost of government, which 
means taxes, has been estimated at $15,000,000,000, which is 
less than is owed us by foreign governments. 

Beck pointed out that, while the United States came into 
being as a result of a dispute about the exercise of the tax 
power and that many heroic things in English history had their 
roots in taxing questions, Americans had grown careless about 
such questions. They were, he pointed out, allowing Congress 
to take over purely local affairs under the various false pre- 
tense statutes, under which the Departments of Agriculture 
and Commerce, many of the bureaucratic activities of which 
“can find no possible sanction in the Constitution.” In that way, 
the very form of our government, according to the Pennsyl- 
vanian, is being changed. 

But Alexander H. Elder, chief counsel of the Central of 
New Jersey, in a recent address to the New Jersey State Tax- 
payers’ Association, made an even greater indictment of the 
almost, if not altogether, wanton use of the power of taxation. 
He brought out the fact that New Jersey, from 1900 to 1930, 
had increased its annual tax burden on its railroads from 
$1,500,000 to more than $20,000,000. 

“Think of it,’ he exclaimed to his fellow Jerseymen; “since 
1900 railroad taxes in this state have more than doubled every 
ten years! The increase since 1900 of railroad taxes for the 
United States as a whole has been 700 per cent, but for the 
state of New Jersey, over 1,200 per cent. Although New Jersey 
is one of the smallest of the 48 states and had only one per 
sent of the railroad mileage, it actually collects over 5 per cent 
of all the railroad taxes levied in the United States. The average 
taxes per mile of railroad for New Jersey in 1928 was $9,165, 
whereas the average for the United States was only $1,711. 
Tested by that yardstick, New Jersey leads every state in the 
Union. Its taxes per mile of road are nearly twice as great as 
that of the second state on the list.” 

As declared by the courts, the law 
frowns on good Samaritanism so re- 
pellingly that, for all practical pur- 
poses, the frown is equal to abolition. 





The Law Abolishing 


Good Samaritanism 


in America As it is being administered, the man 
who falls into the hands of highwaymen 
has had the door of kindliness slammed in his face because 


there are those who pretend to need the help of the kindly 
Samaritan who may be riding along the highway in an auto- 
mobile. So the wise Samaritan does not stop. 

Every time an automobile owner stops to give aid to any- 
one in seeming distress along the highway, he runs into danger 
of having it turn out that the supposedly injured one is only 
shamming so as to exhibit wounds in court and claim, in a suit 
for damages, that they were caused by the machine of the 
tricked Samaritan. The latter may come off all right in the 
courts, but, even so, he has to stand the expense of defending 
himself against a fake suit. 

The kind hearted man who thinks to do a good turn by 
giving a wayfarer a “lift,” runs the risk of being sued for dam- 
ages by the one to whom he has given it, if he is so unlucky 
as to have an accident while being kind to one who other- 
wise would have had to walk. The theory of the law is that 
the man who is giving the lift is doing so for a proper con- 
sideration and that, therefore, he must respond in damages if 
something goes wrong. The American Automobile Association 
asserts that the “guest suit racket’ has become so bad that it 
advises its members not to have anything to do with the prac- 
tice of seeking transportation for people or passengers for cars. 
The “guest suit” is only a part of the evils possible to grow 
out of being accommodating to the stranger who is anxious or 
willing to become a guest on a trip. 


“All supplements to this tariff will be 
printed in some deaf and dumb hand lan- 
guage,” is a legend on the face of “Pros- 
perity Tariff No. 1,” attributable to J. B. 
Shores, general agent of the Texas and 
Pacific at Atlanta, Ga. Up in the left-hand 
corner the declaration is made that “this tariff cancels, annuls, 
demolishes, and destroys all rates on gloom, pessimism, de- 
pressions and economic disorders.” In the opposite corner it 
is declared that it is on file with the Interstate Commerce 
Commotion, of Siam, Siberia, and Succotash, Russia.” 

The face further shows “Colonel Oof Shinn, agent, Santa 
Claus, assistant agent,” and that the tariff pertains to “perplexed 
and disjointed scrambled rates, applying on irresistible classes 
and invisible commodities and/or cash, jobs, good times; also 
this, that, and something else, including soap suds between 
here, there, yonder and elsewhere; except as otherwise pro- 
day of the 


Prosperity Tariff 
No. 1 Reaches 
the Commission 


vided hereafter, subsequently or before the first 





PAGE 1334 


first week of the first month of the first year of the first era 
following the discovery of the corner behind which prosperity 
has been hiding, the scramdambled rates herein existing will 
be governed by the open and shut classification No. 000,000.” 

A further description of the tariff appearing on the first 
page says: “This tariff contains long and short rates which 
are longer for shorter distances than the longer rates are for 
the shorter distances; in other words, the short rates are longer 
than the long rates, or the long rates shorter than the short 
rates; such complexities and/or simplicities are permitted by 
department from the terms of the fourth section of the fifth 
movement of Platos farewell speech to the Egyptians at Gettys- 
burg.” 

The names and telephone numbers of the carriers parties 
to this tariff, says page 2, “are published in Chinese shorthand, 
in imaginary ink, on the outer edge of the cover page of the 
Wheel Barrow Navigation Co.’s tariff, No. %||$$-1-viv.” It pro- 
vides switching, slipping, and sliding rules, routing and rooting 
rules and defines a defined territory as an imaginary strip of 
land that has no boundaries; a common point as an unrecog- 
nized area completely surrounded by service; and a differential 
point as a point where “your bank balance is always different 
(in favor of the bank) from what you think it is or ought to be.” 

Among the commodities given rates are: “Fish, including 
suckers and sots with unlimited capacity but not including 
ginger ale or cracked ice, subject to amendment 18 of the Vol- 
stead tariff’ and “prunes, wrinkled, without crutches or walk- 
ing sticks, either sitting or standing.” 


Election of John Garner, of Texas, to 
be speaker of the House of Representa- 
tives raises the question of whether the 
advertising members of Congress obtain 
at the expense of the country because all 
bills introduced are printed at public ex- 
pense, is worth much to members. Free printing of bills is one 
way for a member of Congress to get his name before his con- 
stituents without expense. Every member of Congress knows 
deep down in his heart that there is hardly one chance out of 
1,000 for the passage of many of the bills some of them intro- 
duce. But they are willing, it seems, to introduce and cir- 
culate them at public expense to please constituents and, 
incidentally, get a little advertising for having done no more 
than carry a bill, prepared by the constituent, to a basket where 
clerks and the Public Printer will do the rest. 

In the last ten years, it has been figured, Garner has not 
introduced more than about ten bills. And yet he is sitting in 
the high place in the House. Other abstemious members, dis- 
daining the free advertising, such as Thomas B. Reed, Joseph 
G. Cannon, and Nicholas Longworth, have also occupied that 
high place; hence, the inquiry as to the value of such adver- 
tising.—A. E. H. 


SUSPENDED TARIFFS 


In I. and S. No. 3680, the Commission has suspended from 
December 15 until July 15 schedules in supplements Nos. 186 
and 193 to Johanson’s I. C. C. No. 2008, supplement No. 13 to 
Johanson’s I. C. C. No. 2291, and in numerous other tariffs. The 
suspended schedules propose to prohibit the shipment of iron 
and steel pipe in mixed carloads with other iron and steel 
articles moving on the 32% per cent rate basis, unless the com- 
bined weight of the pipe does not exceed 3344 per cent of the 
entire weight of the shipment. If the pipe exceeds 33% per 
cent oent of the entire weight of the mixed carload shipment 
the higher fifth class rates will apply, on traffic moving between 
points in the southwest, and between points in the southwest, on 
the one hand, and points in Southern and Official Classification 
territories, on the other hand. 

In I. and S. No. 3681, the Commission has suspended from 
December 15 until July 15 schedules in Toll’s tariffs, supple- 
ments Nos. 9 and 11 to I. C. C. No. 1262, supplmeent No. 17 
to I. C. C. No. 1265, and supplement No. 16 to I. C. C. No. 1266, 
joint with other agency issues. The suspended schedules pro- 
pose to reduce the rates on farina (a cereal food), in carloads, 
from transcontinental groups “E” to “J,” inclusive, St. Louis, 
Minneapolis, and points west, to the Pacific coast, and inter- 
mediate points. The following is illustrative, rates being in 
cents a hundred pounds: 


Garner Not a 
Free Bill-Printing 
Advertiser 


To San Francisco, Calif., from St. Louis, Mo., Group E, present 
ae 67; Minneapolis, Minn., Group F, present 80%, pro- 
pose 


In I. and S. No. 3682, the Commission has suspended from 
December 15 until July 15 schedules in Buffalo, Rochester & 
Pittsburgh I. C. C. No. 8378, the Pennsylvania I. C. C. Nos. 642 
and 687, supplement No. 6 to New York Central I. C. C. No. 


The Traffic World 


Vol. XLVIII, No. 25 


16335, and supplement No. 6 to West Shore I. C. C. No. 6703. 
The suspended schedules propose to revise the rates on berry, 
fruit and vegetable baskets and hampers, in carloads, between 
points in Delaware, Maryland, New Jersey, New York, Penn- 
sylvania, Virginia and West Virginia, resulting in both increases 
and reductions. The following is illustrative, rates being in 
cents a hundred pounds: 


From Attica, N. Y., to New York, N. Y., present 34, proposed 
281%; Philadelphia, Pa., present 34, proposed 28%; Baltimore, Md., 


present 35, proposed 28%. Present carload minimum weight 24,000 
Proposed carload minimum weight 20,000 pounds. 


pounds. 


RAILROAD EARNINGS 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I railroads for October and the 
ten months ended with October, 1931, and 1930, compiled from 
carrier reports by the Bureau of Statistics, follow: 


OCTOBER 
1931 


242,837.62 


1930 
242,657.10 


$ 289,193,148 
*38,202,165 
8,664,490 
6,994,186 
11,958,254 
7,554,521 
928,139 
289,256 


363,205,647 


$ 385,653,157 
752,367,993 
9,159,936 
10,190,575 
15,051,074 
10,175,583 
1,207,530 
279,035 


483,526,813 


All other transportation 

Incidental 

RS = > ee ee 
Joint facility—Dr 


Railway operating revenues 


Expenses: 
Maintenance of way and structures... 
Maintenance of equipment 
Traffic 
Transportation 
Miscellaneous operations 
General 
Transportation for investment—Cr 


42,042,939 
63,724,447 
9,588,855 
128,422,913 
3,160,560 
14,881,982 
574,778 


261,246,918 


101,958,729 
26,443,577 


58,032,565 
79,911,121 
10,060,115 

159,159,149 

4,226,167 
15,883,438 
936,284 


326,336,271 
157,190,542 
32,229,445 
64,564 
124,896,533 


9,757,302 
2,752,991 


112,386,240 
67.49 


Railway operating expenses 
Net revenue from railway operations 
Railway tax accruals 
Uncollectible railway revenues 
Railway operating income 


,403,377 
3,024,953 


64,020,074 
71.93 


Equipment rents—Dr. balance 
Joint facility rent—Dr. balance 


Net railway operating income 
Ratio of expenses to revenues (per cent).. 


*Includes $1,908,457 sleeping and parlor car surcharge. 
fIncludes $2,610,781 sleeping and parlor car surcharge. 


TEN MONTHS 
1931 1930 
Average number of miles operated 242.870.42 242,668.96 
Revenues: 
Freight 
Passenger 
Mail 
Express 
All other transportation 
Incidental 
SE a ee rar ree 
Joint facility—Dr 


$2,803,528,853 
$474,577,319 
86,488,948 
71,556,889 
121,709,516 
77,841,718 
9,625,180 
2,816,488 


3,642,511,935 


$3,493,553,748 
§625,485,159 
91,149,387 
97,251,696 
151,207,129 
100,176,913 
11,145,524 
3,109,655 


Railway operating revenues 4,566,859,901 


Expenses: 


Maintenance of way and structures.... 
Maintenance of equipment 

Traffic 

Transportation 

Miscellaneous operations 

General 

Transportation for investment—Cr.... 


Railway operating expenses 
Net revenue from railway operations 
Railway tax accruals 
Uncollectible railway revenues 
Railway operating income 


Equipment rents—Dr. balance 
Joint facility rent—Dr. balance 


Net railway operating income 
Ratio of expenses to revenues (per cent).. 
tIncludes $23,606,841 sleeping and parlor 


470,724,273 
704,590,702 
99,167,185 
828,168,560 
35,591,841 
153,776,989 
6,229,740 


2,785,789,810 
856,722,125 
272,340,432 
665,760 
583,715,931 


85,005,639 
26,403,999 


472,306,293 
76.48 


car surcharge. 
§Includes $30,578,553 sleeping and parlor car surcharge. 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for October, 


620,090,685 
870,517,699 
108,194,621 
1,584,464,385 
44,848,015 
162,017,416 
10,823,676 


3,379,309,145 
1,187,550,756 
307,713,258 
795,856 
879,041,642 


82,558,446 
23,195,921 


773,287,275 
74.00 


1931, shows 11,568 cars held overtime—a percentage of 05.51— 
as against 18,461 cars—a percentage of 05.87—for October, 1930. 
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Decisions of Interstate Commerce Commission 





SLIGO RULE ON COTTON 


Observance of the principle known as the Sligo rule is com- 
manded by the Commission in No. 18761, Galveston Cotton Ex- 
change & Board of Trade et al. vs. A. & V. et al. and cases 
joined with it in calculating the charges on cotton, any quantity, 
carriers’ privilege of compression, from points in Alabama, 
Tennessee and Mississippi to Galveston, when the rates were 
combinations on New Orleans, La., and when one of the tariffs 
from which a factor was taken, provided for the use of the 
Jones’ combination rule. The complaint came before the whole 
Commission from division 3. Upon this reconsideration the find- 
ings of the division, 169 I. C. C. 267, have been modified, four 
commissioners, however, disagreeing with the majority about 
the use of the Sligo principle. The report also embraces No. 
19599, Alexander Eccles & Co. vs. M. & O. et al., and a sub- 
number, Same vs. I. C. et al. 

In the former report the rates were found unreasonable and 
inapplicable as to certain shipments and new rates were pre- 
scribed. In this report the Commission said that, except from 
Memphis to Galveston, the rates considered were combinations 
on New Orleans, which, with few exceptions, were subject to 
the combination rule, while the tariffs naming rates beyond 
New Orleans did not authorize the use of the rule and in some 
instances said that it should not be used. 

“We have repeatedly found, however,” says this report, 
“that when one of the tariffs used in making the combination 
rates on through shipments contains a rule that such rates 
will be subject to a single increase, there is an undertaking by 
the carrier publishing that rule to protect the resulting aggre- 
gate as provided in the rule. Accordingly, the shipments that 
were subjected to charges arrived at without the use of the 
combination rule were overcharged and the carriers parties to 
tariffs in which the rule was published should promptly refund 
the overcharges. 

In the former case the rates were found unreasonable to 
the extent they might exceed those prescribed in the Hoch-Smith 
cotton case, 165 I. C. C. 595, Appendix H, between the same 
points in the reverse direction. Upon reconsideration the Com- 
mission found that the rates assailed would be unreasonable for 
future application to the extent they may exceed the rates pub- 
lished in column B of Appendix G of the Hoch-Smith cotton 
case, plus the differentials shown in column Z of Appendix 
H for the part of the haul in southwestern territory. 

The Commission said that the rates prescribed for the future 
would be higher in some instances and lower in others than 
the rates found to have been applicable on the shipments con- 
sidered. Therefore it governed itself by the rule it has observed 
in general revisions and denied reparation. The new rates 
are to be made effective not later than March 7. 

Commissioner Lee concurred except with regard to the 
Sligo principle. Commissioner Farrell, who was joined by Com- 
missioner Tate, dissented on the Sligo principle for the reasons 
set forth in his dissenting expression in Lehigh Portland 
Cement Co. vs. C. & O., 152 I. C. C. 351. Commissioner Mahaffie, 
also dissenting on the Sligo phase, said that in his opinion the 
precedents set by the Commission in applying that principle or 
rule, had gone far to cause bad tariff construction, adding that 
appropriate steps should be taken to remove the formula from 
the rate structure. Chairman Brainerd noted a dissent. 


PETROLEUM REVISION 


A downward revision of rates on petroleum products from 
the midcontinent refining field to points in North Dakota and 
northwestern Minnesota, based on a finding of unreasonableness 
of the present rates, has been ordered by the Commission, not 
later than March 15, in No. 17304, International Oil Co. et al. vs. 
A. & S. et al., and No. 21737, Dacotah Oil Co. et al. vs. A. T. & 
S. F. et al. The report in this case modifies, on further hearing, 
the second supplemental report in Midcontinent Oil Rates, 1925, 
139 I. C. C. 605. Commissioner McManamy, who wrote the 
report in this case, referred to the report in the Midcontinent 
case as the former report in this one. 

This report relates chiefly to the rates made by the railroads, 
effective June 14, 1928, in purported compliance with a former 
direction of the Commission to line up the rates to other points 
in the territory of destination in the Midcontinent case beyond 
the key points to which rates were prescribed. 

The Commission found that the rates assailed prior to June 


14, 1928, were not unreasonable, but that those applicable on and 
after that day until the effective date of the order in this case, 
were unreasonable only to the extent that they exceeded the 
rates shown, from group 3 in column H of Appendix B to this 
report, plus or minus the differentials from other groups of 
origin in the midcontinent field applicable to Willmar and St. 
Paul, Minn.; and that on and after the effective date of the order 
in this case that the rates will be unreasonable to the extent 
they may exceed those shown from group 3 in column F of Ap- 
pendix B, plus or minus the differentials before mentioned. The 
former findings are modified in accordance with these findings 
and reparation is awarded to the basis of column H rates before 
mentioned. 

Appendix B, containing the rates to be used for reparation 
purposes and the rates for the future, is a voluminous document 
covering more than 800 destinations. Rates for reparation pur- 
poses are few in number. Reparation rates, believed to be typical, 
are 54 cents to stations on the Willmar-Fargo line of the Great 
Northern between Pennock and Benson, Minn.; 70 cents between 
Fertile, Minn., and Grand Forks, N. D., on the Winnipeg line of 
the Northern Pacific; and 93 cents to stations between Ken- 
mare and Portal, N. D. 

The southwestern scale was used by the Commission for 
comparison purposes in figuring out rates for the future, a few 
of which follow: Pennock to Benson, Minn., 47 cents; Kent, 
Minn., to Fargo, N. D., 57 cents; Forbes, N. D., 60 cents; Skelly 
to Eldred, Minn., 63 cents; Fox to Warroad, Minn., 71 cents; 
Epping to Fort Bufford, N. D., 85 cents; and Cartright to Watford 
City, N. D., 88 cents. 

Commissioner Mahaffie, dissenting, said that notwithstanding 
the fact that many of the rates assailed were published in com- 
pliance with the Commission’s orders, the majority had used 
the southwestern class rate revision for comparative purposes 
to arrive at a conclusion that rates previously prescribed were 
unreasonable. He said the record was convincing that the rates 
should be more properly realigned but that that should be done 
without sacrifice of carrier revenue. 

Commissioners Porter and Tate noted dissents and Com- 
missioner Aitchison did not participate in the disposition of these 
cases. 


ALTON GRAIN DIVISIONS 


The Commission, in a report written by Commissioner Por- 
ter, in No. 22487, William W. Wheelock and William G. Bierd, 
as receivers of railways and property of Chicago & Alton Rail- 
road Co. vs. A. C. & Y. et al., has reversed the finding of division 
5 in the former report, 169 I. C. C. 594, after rehearing, that 
the divisions accorded to the Alton aut of joint reshipping or 
proportional rates on grain, grain products and grain by-prod- 
ucts, from Peoria and Pekin, Ill., via Chicago, Joliet and Dwight, 
Ill., to destinations in eastern trunk line and New England ter- 
ritories, were unjust and unreasonable. The finding now is 
that those divisions are not unjust, unreasonable or otherwise 
unlawful. 


No attack was made on the rehearing on the finding as 
to the divisions accorded out of non-transit rates. The former 
finding was that they were unjust, unreasonable and inequitable. 
This report is devoted to the question in connection with the 
joint reshipping rates or proportionals maintained by the Alton 
and its eastern connections. There are no joint rates among 
the western carriers. Divisions out of the non-transit rates 
provided in the former report are to be made effective not later 
than January 16. 

In the prior report a majority of division 5 found that for 
the future the transit rates in issue should be divided by allow- 
ing the Alton 20 per cent for its services from Pekin and Peoria 
to Chicago, Joliet and Dwight, the balance to accrue to its east- 
ern connections. Non-transit rates, it said, should divide as 
made; that is, the arbitrary or specific to Chicago was to accrue 
to the Alton and the eastern connections were to have the 
remainder. 

* The grain traffic in question is that which originates in four 
groups west of the Mississippi River that moves via the routes 
via Peoria and Pekin, which, generally, are considerably longer 
than the routes via Chicago. The rate on local or non-transit 
grain products from Peoria to New York, at the time of the 
hearing, was 42 cents. The proportional or reshipping rates 
were 32.5, 31, 32.5 and 30.5 from the various trans-Mississippi 
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groups. Out of them, under the prior finding, the Alton was 
to have received a division of 20 per cent. 

Objecting carriers, whose petition caused the matter to be 
reheard, contended that the participation of the Alton was not 
necessary in hauls from the northwestern points but that if it 
desired to continue in the traffic it should look to its western 
connections for greater compensation. The complainant of the 
Alton, according to the report, rested squarely upon its contention 
that on this traffic accorded transit at Peoria, it had to be re- 
garded as an originating carrier because the outbound shipments 
from Peoria on the proportionals were entirely separate and dis- 
tinct from all prior transportation. To that, the Commission 
said, it could not subscribe. It said that if the claim of the Alton 
were allowed it would follow inevitably that the transit provisions 
at Peoria would be of no effect and the local and not the propor- 
tional or reshipping rates would be applicable and there would 
be no issue as to divisions out of the rates last mentioned. The 
Commission said that on most of the traffic the route employed 
by the Alton was circuitous. It pointed out that it was not neces- 
sary for the Alton to use the Chicago routes but could send 
out the traffic via Ashland and Springfield, Ill., adding that no 
shipper had expressed any concern over the continuance of serv- 
ices by the Alton. In addition it said that the record afforded 
no support for a finding that they were important to the public. 

Commissioner Eastman, dissenting, pointed out that the 
theory of the majority seemed to be that the joint rates involved 
a wasteful and unnecessary haul and that the Alton was respon- 
sible for the waste, ard that the revenues of the eastern connec- 
tions should not be sacrificed because the Alton wished to haul 
grain out of line. The: remedy, he said, was for the eastern con- 
nection to refrain frorn participating in joint rates on that traffic 
with the Alton. Divisions ranging from zero to two cents for 
hauls ranging from 82 to 155 miles, he suggested, were not ade- 
quate to avoid a confiscatory result such as the Supreme Court 
spoke of in the Dayton-Goose Creek case, 263 U. S. 456 (44 S. Ct. 
Rep. 169). He said he thought the finding of division 5 should 
have been affirmed. Chairman Brainerd and Commissioner 
Farrell joined in that dissent. Commissioner Lewis also dissented 
from the finding as tc the divisions out of the joint rates. 


LUMBER DEMURRAGE QUESTIONS 


The Commission, in No. 16912, Milne Lumber Co. vs. De- 
troit & Toledo Shore Line et al., on further hearing, has gone 





into the complexities of demurrage on lumber resulting from 
“trying the market,” with two cars originating at Haslam, Tex., 


and detained at Charleston, Il., and Detroit, Mich. The two 
cars were considered in No. 15408, Milne Lumber Co. vs. C.C.C. 
& St. L. et al., 146 I. C. C. 332. The report in that case was 
treated as a former report in this case. That former report has 
been modified in part. 

Modification in this report results in the Commission find- 
ing that on one car the applicable demurrage was $297 and 
not $349, the amount collected; and a reduction on the second 
car from $251 to $172. 

In the report proposed by the examiner he disposed of the 
matter in accordance with Milne Lumber Co. vs. New York 
Central, 167 I. C. C..7483. The Commission said that in that 
case it dealt with disposition orders similar to those in this 
case. On argument the carrier that defended the charges chal- 
lenged the Commission’s interpretation of the demurrage rules 
in the case cited. It, contended that when, as in this case, a 
car in which the complainant was both consingor and consignee, 
arrived at a destination, it could not thereafter assume an 
unclaimed status; also that because it did not move from that 
destination it could not thereafter again arrive at the same 
destination. 

On that point the Commission said it concluded that when 
a car had arrived at a destination and was reconsigned to an- 
other party at the same destination it had just arrived as to 
the new consignee aad, having arrived, notice of arrival was 
required. It followed, said the report, that a car, as in the 
instant case, could at a date subsequent to the original arrival 
assume an unclaimed status. 

The carrier challenge further said that it was the com- 
plainant’s practice to consign cars at Detroit without having 
a customer or any arrangements for their disposal. Therefore, 
the carrier contended the delivery orders which did not dispose 
of the shipments ‘were fake or abortive orders and in no sense 
disposition orders; and since the delivery orders neither made 
nor required a change of name of consignee, a change in billing 
or, except for the last order, a further movement of the cars, 
they were not reconsigning orders and under the rules of the 
reconsigning tariff. 

As to that conntention, the Commission said the complain- 
ant’s practice of consigning shipments to a destination without 
having a customer was a long established practice of shippers 
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all over the United States, and, which, in the opinion of the 
Commission, expressed in Investigation of Alleged Unreasonable 
Rates on Meats, 22 I. C. C. 161, was of great benefit to pro- 
ducers of live stock and ought to be continued under reason- 
able terms and conditions. It further said, in this report, that 
the practice of “trying the market” in this manner was uni- 
versal and of long duration. It added that the economic ad- 
vantage of reconsignment, accruing alike to shippers, carriers 
and the public, was so well defined that a discussion here was 
unnecessary. 

“If the demurrage tariff permits shippers to set at naught 
the purpose of demurrage,” says this report, “the remedy is 
to be had in changing the demurrage rules so that the evils 
complained of will be avoided.” 

Commissioner Mahaffie, with whom Commissioner Lewis 
joined, dissented from the conclusion that one of the two cars 
was unclaimed at some point in the long chain of transactions 
before final disposition. Commissioner Tate noted a dissent 
and Commissioner Lee did not participate in the disposition of 
the case. 


COMMISSION REPORTS 


Barley Demurrage 


No. 23970, Bert K. Smith vs. A. T. & S. F. et al. By division 
3. Dismissed. Demurrage charges, Houston, Tex., ten carloads, 
barley, interior Texas points, four designated for export, all 
subsequently reconsigned to Galveston, Tex., for export, not 
shown to have been inapplicable, unreasonable or unduly preju- 
dicial. 

Cane Seed 

No. 24312, Barteldes Seed Co. et al. vs. A. T. & S. F. et al. 
By division 3. Dismissed. Rates, cane seed, points in lowa, 
Colorado and Kansas, to Lawrence, Kan., and Kansas City, Mo.- 
Kan., there cleaned, stored and/or sacked in transit and for- 
warded to destinations in Texas, not unreasonable. 


Grain Mill Demurrage 


No. 24015, Albers Bros. Milling Co. vs. Southern Pacific. By 
division 3. Dismissed. Demurrage charges assessed under the 
provisions of demurrage Rule 3D, for detention of cars, loaded 
with grain, at Oakland, Calif., applicable and not unlawful. Dis- 
pute was as to the applicability of the rule mentioned on cars 
constructively placed and then placed in accordance with or- 
ders furnished by the complainant. 


Bituminous Coal 

No. 24006, Chicago, Wilmington & Franklin Coal Co. vs. E. 
I. & T. H. et al. By division 2. Rate, carload of bituminous 
coal, Daggett, Ind., originally consigned to Joliet, Ill., and re- 
consigned to Red Oak, Ill., inapplicable. Applicable rate, $3.43 
a net ton, unreasonable in that a factor of $1.83 exceeded 90 
cents. Reparation of $53.70 awarded. Commissioner Mahaffie 
dissented. 

Plate Glass 

No. 22393, Binswanger & Co. of Texas vs. C. R. I. & P. et 
al. By the Commission. On reconsideration, finding in original 
report, 169 I. C. C. 670, that rates, plate glass, Ottawa, Ill. and 
Toledo, O., to Houston, Tex., were not unreasonable, affirmed. 


Peaches 


No. 22563, Virginia State Horticultural Society et al. vs. A. 
C. & Y. et al. By division 4. Rates, fresh peaches, points in 
Virginia, West Virginia, Maryland and Pennsylvania to destina- 
tions in official territory, not unreasonable in the past but un- 
reasonable for the future to the extent they may exceed 60 per 
cent of the first class rates prescribed in the eastern class rate 
revision, 164 I. C. C. 314 and 171 I. C. C. 481, minimum 20,000 
pounds. In what the Commission called a corrected order in 
this case it fixed March 1 as the effective date of the new rates. 
The Commission had provided that the new rates should be 
effective on or before the effective date of the rate prescribed 
in the eastern class rate case on not less than 30 days’ notice. 


Welding Wire and Rods 


No. 23596, Charles B. Harter vs. Merchants & Miners 
Transportation Co. et al. By division 2. Dismissed. Applicable 
charges, mixed carload, acid coppered iron welding wire and 
acid coppered iron welding rods, Baltimore, Md., to Tulsa, Okla., 
determined to have been at a rate of $1.335, minimum 36,000 
pounds, instead of at a rate of $1.065, which was applied, or 
$1.08 claimed by the complainant. Shipment found to have 
been undercharged. Commissioner Porter dissented. 


Tanning Extract 


No. 23729, Tennessee Extract Corporation et al. vs. L. & 
N. et al., and No. 24109, W. W. Mooney & Sons, Inc., vs. Same. 
(Continued on page 1338) 
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FLORIDA LOG CASE 


On further hearing in No. 18364, Georgia Public Service 
Commission vs. Atlantic Coast Line, Examiners E. J. Hoy and 
P. S. Peyser have recommended that the Commission affirm 
the finding in the prior report, 146 I. C. C. 717, that rates on 
logs, except walnut, cherry and cedar, from points in north 
Florida to destinations in Georgia were unreasonable. They 
proposed that it should say they were unreasonable to the 
extent they exceeded those prescribed in the report mentioned, 
and that the present rates were not unreasonable. 

Further, the examiners said, that the assailed rates, be- 
tween points on the Atlantic Coast Line in Florida, had not 
been shown to have been unduly prejudicial to Georgia ship- 
pers and localities engaged in interstate commerce in Georgia. 

A further finding proposed by them was that the rates on 
logs, over six feet in length, except cedar, applying between 
points on the Atlantic Coast Line in Florida, were and for the 
future would be unjustly discriminatory against interstate com- 
merce and that such unjust discrimination could and should 
be removed by the establishment of a rate from Hines to 
Palatka, Fla., of not less than 5.5 cents a hundred pounds, mini- 
mum 50,000 pounds, and by the establishment of rates between 
all points on the Atlantic Coast Line in Florida not less than 
the rates shown in a mileage scale in an appendix, not here 
reproduced. 

The scale carried in the appendix begins with a rate of 2.5 
cents for 10 miles and under and ends with a rate of 8 cents for 
distances between 160 and 170 miles. The rate increases half 
a cent for each block in the scale. There are 10-mile blocks 
up to 40 miles, 15-mile blocks to 100 miles, 20-mile blocks to 
160 miles and an end block of 10 miles, which carries the 
maximum rate of 8 cents. 

In the way described, the examiners propose to put an end 
to a situation remaining after the first effort of the Commission, 
146 I. C. C. 717, was carried to the Supreme Court of the United 
States in Florida vs. United States, 282 U. S. 194. The lower 
court sustained the order of the Commission in State of Florida 
vs. United States, 31 Fed. (2d) 580. The order required the 
removal of unjust discrimination against interstate commerce 
and undue prejudice against Georgia shippers and undue pref- 
erence of Florida shippers. The Supreme Court reversed the 
lower court and set aside the order in so far as it applied to 
Florida intrastate rates. 

The Commission reopened the case and set it down for 
further hearing. At the further hearing intervening Florida 
log shippers, said the examiners, contended that the complaint 
did not raise the issue of unjust discrimination against inter- 
state commerce and that the complainant had no legal interest 
in such an issue and had submitted no evidence in support of it. 
A motion to dismiss, made by the Florida interveners, was 
overruled. The issue of unjust discrimination, the examiners 
said, was considered by the Supreme Court and was still clearly 
in the case, and could be determined only by consideration of 
all the evidence. They made a long report about the evidence, 
showing, among other things, a heavy log movement between 
Hines and Palatka and that, since the filing of the complaint, 
the record indicated no movement of logs of any kind from 
Florida to Georgia over the lines of the defendant. 


F. E. C. NEW ORLEANS LINE 


In a proposed report in No. 24119, New Orleans-Havana 
car-ferry service, Examiner John H. Howell has recommended 
that the Commission find that there would not be competition, 
within the meaning of section 5 of the interstate commerce act 
as amended by section 11 of the Panama Canal Act, between 
the applicant, the Florida East Coast Railway Co., and the pro- 
posed car-ferry service of the Florida East Coast Car Ferry Co., 
between New Orleans, La., and Havana, Cuba. Adoption by 
the Commission, of that proposed finding, will leave the Florida 
East Coast Car Ferry Co. to use, in service between New 
Orleans and Cuba, ferry boats for which there is not as much 
business as formerly on the car ferry route between Key West 
and Havana. 


The railroad company contended that there would not be 
any competition between it and the proposed car ferry service, 
but said that if the Commission should find to the contrary, it 
should further find that the proposed service would be in the 
interest of the public and would neither exclude, prevent nor 





reduce competition on the route by water under consideration. 
In Peninsular & Occidental S. S. Co., 37 I. C. C. 432 and 38 I. C. 
C. 662, the Commission held that the ferry from Key West to 
Havana was embraced within the meaning of the word railroad 
as used in the first section of the interstate commerce act. 

According to the plan of the Florida East Coast, one car- 
ferry boat will be enough for the Key West-Havana route except 
in times of heavy movement of pineapples. It desires to use its 
two other boats in the New Orleans-Havana service, which would 
bring it into competition with the service of the Over-Seas 
Railways, Inc., operating a new style car-ferry boat (see Traffic 
World, December 5, p. 1231), between New Orleans and Havana, 
in which, according to the Howell report, the Missouri Pacific 
and the Texas & Pacific have a minority interest. That com- 
pany took part in this case. Over-Seas Railways, Inc., a Dela- 
ware corporation, under charter from a wholly-owned subsidiary 
—Over-Seas Steamship Co., Ltd., of Canada, has operated S. S. 
Seatrain, in a weekly ferry service. Howell says, in his report, 
“this operation has been under the British flag.” Representa- 
tives of the company in Washington explain that, to the end 
that the builders of the Seatrain might have a mortgage on the 
ship subject to foreign law, the registry of the ship was not 
changed when the Delaware corporation obtained it through its 
Canadian subsidiary, but that as soon as that complication was 
removed the registry would be changed to American. 

The Florida East Coast Railroad contended, said Howell, 
that as both the rates to New Orleans and those to Key West 
from points north of Jacksonville, Fla., the northern terminus 
of its line, were beyond its control, any possible competition, as 
a practical matter, would be between the present and proposed 
service of its ferry company in the handling of foreign com- 
merce, not under the jurisdiction of the (Commission, and there- 
fore not competition such as contemplated by the Panama 
Canal Act. The Florida East Coast admitted, said Howell, that 
in the past there had been competition between the routes to 
Cuba through Key West and New Orleans. It contended, how- 
ever, that conditions had changed to such an extent, by reason 
of rate structure changes, that the Key West route had been 
eliminated, except as to traffic originating on the Florida East 
Coast and a little to the north of it to which the New Orleans 
routes did not extend. Howell said that the Florida East Coast 
would not have actual power to compete with the service pro- 
posed by its ferry company. He also said that the evidence 
was convincing that it was within the power of the Over-Seas 
successfully to compete with the Florida East Coast through re- 
duced rates, which would leave, after deducting the Key West 
rates, less than the cost of the ferry company’s service, includ- 
ing absorptions at Havana. 

Howell said that in a paper dated November 17, the re- 
ceivers of the Florida East Coast Railroad suggested to the 
Commission that as neither the Florida East Coast Ferry Co. 
nor its property was involved in the receivership and that 
the ferry company had no control over the operation of the 
railroad, the situation was substantially changed and that there 
was now no question of competition of a rail carrier with a car- 
rier by water in which it had an interest. Howell said that 
in view of the proposed disposition of the case, comment on 
the question raised was unnecessary. However, he added, the 
question might be argued in any exceptions filed to the report, 
and orally before the Commission, if oral argument were had. 


PROPOSED REPORTS 


Soya Beans 
No. 24451, J. Charles McCullough Seed Co. et al. vs. Penn- 
sylvania. By Examiner W. A. Maidens. Rate, soya beans, 
Seaford, Bridgeville and Wyoming, Del. to Cincinnati, O., in- 
applicable. Applicable rate 35.5 cents. Reparation proposed. 


Pine Lumber 
No. 24665, Johnson-Battle Lumber Co. vs. S. A. L. ef al. By 
Examiner L. B. Dunn. Rate, pine lumber, Vereen, Fla., to 
Bessemer, Ala., not in violation of section 4, but unreasonable 
to the extent it exceeded or may exceed 20.5 cents. New rate 
and reparation of $39.28 proposed. 
Feeder Cattle 
No. 23046, Roland G. Hill et al. vs. A. T. & S. F. et al. By 
Examiner A. E. Later Rates, feeder cattle, points in Neveda 
and Utah to points in California, unreasonable to the extent 
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they exceeded or exceed 85 per cent of the rates prescribed for 
the past on fat cattle in Concho Livestock Co. vs. A. T. & S. F., 
178 I. C. C. 50. Reparation proposed. 
Fuel Oil : 
No. 24554, Ozark Utilities Co. vs. St. L.-S. F. By Examiner 
John Davey. Dismissal proposed. Rate, fuel oil, Arkansas 
City, Kan., to Greenfield and Bolivar, Mo., not unreasonable. 
Scrap Iron 
No. 23833, American Scrap Material Co. et al. vs. Atlantic 
& Yadkin et al. By Examiner W. R. Brennan. Rates, scrap 
iron, points in North Carolina and Virginia, to destinations in 
Kentucky, Maryland, Ohio, Pennsylvania, North Carolina and 
Virginia, unreasonable for the future, but not otherwise unlaw- 
ful, to the extent they may exceed 15 per cent of southern first 
class rates, minimum 50,000 pounds, to Ashland, Ky., Ports- 
mouth, O., East Radford, Lynchburg and Portsmouth, Va., and 
to Winston-Salem, N. C.; and 17.5 per cent of first class south- 
ern rates to Harrisburg and Steelton, Pa., also on 50,000 pounds 
minimum. New rates proposed. 


Cement, Etc. 
No. 24339, Colorado Portland Cement Co. et al. vs. A. T. & 
S. F. et al. By Examiner Horace W. Johnson. Rates, cement, 
plaster and related articles, Portland and Boettcher, Colo., and 
Hanover and Trident, Mont., to Buffalo, Wyo., not unreasonable 
or unduly prejudicial in the past, but unreasonable for the fu- 
ture, to the extent they may exceed rates to Clearmont, Wyo., 
by more than 11 cents on cement and 14.5 cents on plaster and 
related articles. New rates proposed. 


Imported Calcined Magnesite 


No. 24521, Memphis Freight Bureau et al. vs. Pennsylvania 
et al. By Leland F. James. Rates, three carloads, imported 
calcined magnesite, in bags, Brooklyn, N. Y., to Memphis, Tenn., 
unreasonable but not unduly prejudicial in the past, to the ex- 
tent they exceeded 63 cents, minimum 40,000 pounds. Repara- 
tion of $314 proposed. 

Lumber 

No. 24610, Arling-Funch Lumber Co. vs. Columbus & Green- 
ville et al. By Examiner Carl A. Schlager. Dismissal proposed. 
Charges, based on origin scale weight, lumber, Maben, Miss., to 
Garrett, Ky., applicable and not unreasonable. 


Cores or Spools 


No. 23973, National Paper Box Co. vs. C. R. I. & P. et al. 
By Examiner E. L. Glenn. Dismissal proposed. Cores or spools, 
made of chip board and waste paper, in boxes, less-than-car- 


loads, Kansas City, Mo., to Monticello, Ind., proposed to be 
found subject to ratings of one and a half times first class, 
under western and official classifications. Applicable ratings 
and rates not unreasonable. 


Walnut Logs 

No. 24227, Dayton Veneer Co. vs. Akron & Barberton Belt 
et al. By Examiner Harold M. Brown. Rates, walnut logs, 
points in New York, Pennsylvania, Maryland and West Virginia 
to Dayton, O., unreasonable in the past to the extent they ex- 
ceeded 65 per cent of the contemporaneous sixth class rates. 
Reparation proposed. 

Bananas 

No. 24660, Merle C. Rideout vs. B. & M. et al. By Examiner 
T. Naftalin. Dismissal proposed. Rate, bananas, Boston, Mass., 
to Houlton, Me., not unreasonable or unduly prejudicial. 


Anthracite Coal 
No. 23959, Village of Liverpool, N. Y., et al. vs. N. Y. C. 
et al. By Examiner W. M. Cheseldine Rates, anthracite coal, 
points in Pennsylvania to Liverpool, N. Y., unreasonable and 
unduly prejudicial to the extent they may, in the future, exceed 
rates to Syracuse, N. Y. New rates and denial of reparation 
proposed. 
Paving Bricks 
No. 24420, Purington Paving Brick Co. vs. A. T. & S. F. et 
al. By Examiner R. N. Trezise. Dismissal proposed. Rates 
charged, paving brick, Galesburg, IIl., to Minneapolis, Minn., 
applicable. 
Sheep and Goats 


No. 23145, Arizona Woolgrowers’ Association et al. vs. A. 
T. & S. F. et al.; No. 24108, T. E. Pollock et al. vs. Same; 
No. 24357, Cross Mountain Sheep Co. et al. vs. Same, and No. 
24427, Ash Fork Livestock Co. et al. vs. Same. By Examiner 
A. E. Later. Rates, sheep and goats, in double-deck cars, be- 
tween points in Arizona and Kansas City and St. Joseph, Mo., 
unreasonable in the past, and for the future, until the effective 
date of rates prescribed in Livestock Western District Rates, 
to the extent they exceeded or may exceed the rates shown 
in an appendix, not here reproduced, minimum 20,000 pounds 
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in cars of standard length. The appendix scale begins with a 
rate of 66 cents for 800 miles, becomes 74 cents at 1,000 miles, 
81 cents at 1,200 miles, 88 cents at 1,400 miles, 95 cents at 1,600 
miles and ends with a rate of 98.5 cents at 1,700 miles. For 
cars of larger or smaller sizes, 525 pounds are to be added 
for each foot or fraction over the standard car of 36 feet and 
7 inches, or subtracted for each foot or fraction under 35 feet 
and 7 inches. Reparation proposed. 


COMMISSION REPORTS 


(Continued from page 1336) 
By division 3. Rate, liquid chestnut tanning extract, tank- 
cars, West Nashville, Tenn., to Columbus, Ind., unreasonable 
to the extent it exceeded or may exceed 30 cents. Reparation 
awarded. New rate to be made effective not later than March 
16. Commissioner Lee concurred as to the rate for the future 
but disagreed as to the unreasonableness of the rate in the 
past. 
Bakelite 


No. 20696, Bakelite Corporation vs. Boston & Albany et al. 
By the Commission. Upon reconsideration, finding in the 
original report, 157 I. C. C. 581, that the rate on Bakelite 
(synthetic) gum, Chicago, Ill., to Pittsfield, Mass., was not 
unreasonable in the past, reversed. New finding is that the 
applicable first class rate was unreasonable to the extent it 
exceeded 79.5 cents, 36,000 pounds minimum. Repaartion of 
$1,911.76 awarded. Commissioner Mahaffie, dissenting, said 
the record failed to disclose any evidence to support the 
award of reparation. Commissioner Porter joined in that ex- 
pression. 


PETALUMA & SANTA ROSA CONTROL 


Examiner O. D. Weed, in Finance No. 8917, Petaluma & 
Santa Rosa Railroad Co. control, has recommended that the 
Commission permit the Northwestern Pacific Railroad Co. to 
acquire control of the Petaluma & Santa Rosa by the purchase 
of its capital stock. The acquisition is to be subject to the 
condition, proposed by the applicant, that the Petaluma & Santa 
Rosa shall maintain existing through routes and joint rates 
between it and the Western Pacific and its connections. The 
Western Pacific asked for conditions requiring not only the 
maintenance of existing through route and joint rate arrange- 
ments but for the future establishment of through routes and 
joint rates via San Francisco no higher than the lowest rates 
applicable via routes competitive with the Western Pacific; 
maintenance of the present bases of divisions and for the divi- 
sion of future rates with relation to the existing divisional 
bases; and that such through route and joint rate and divisional 
arrangements should remain in full force and effect until the 
further order of the Commission. 

The Petaluma & Santa Rosa is an electric line having a 
total mileage of 37.03, exclusive of more than 13 miles of side- 
tracks, yards and spurs, which enters San Francisco by means 
of steamboats and barges towed by a tug. The price proposed 
to be paid for the stock is $90 a share plus interest, requiring 
a total of $712,726.20, the money being furnished for the North- 
western Pacific’s purchase of the stock by the Santa Fe and 
the Southern Pacific. The Santa Fe, however, has assigned 
its interest in the stock to the Southern Pacific. The Western 
Pacific made the point that the Pealuma’s boat line needed a 
certificate under the Panama canal act. Weed said that the 
record did not show that the boat line was other than a con- 
tinuation and a part of the railroad which brought it within the 
meaninng of the Commission’s decision in New York Harbor 
Facilities, 100 I. C. C. 383, pertaining to railroad floating equip- 
ment in New York harbor. 


A. C. L. FLORIDA CONSTRUCTION 


In so far as possible for it to do so, the Commission, in 
Finance No, 8272, Atlantic Coast Line Railroad Co. construc- 
tion, has relieved the carrier mentioned of the burden of re- 
building its line between Yuste and Monticello, Fla., a distance 
of 4.8 miles. Action by the Commission, however, does not 
set aside a decree of the Supreme Court of Florida requiring 
the A. C. L. to replace that part of its line between the points 
specified. The Atlantic Coast Line took up the line between 
Yuste and Monticello, when reconstructing its railroad in that 
part of Florida, without authorization of the federal body. In 
subsequent proceedings it said that it understood that approval 
of its plans for reconstruction, showing a moving of the line 
between Yuste and Monticello, permitted it to make the realign- 
ment to which the Florida authorities objected, their litigation 
bringing about the situation now existing. 

Specifically, the Commission, in this case, on reargument, 
reversed the prior report, 166 I. C. C.570, made by division 4, dis- 
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missing an application of the A. C. L. in which it asked for 
a certificate of convenience and necessity to build the Yuste- 
Monticello line as if it were a new project, for lack of juris- 
diction. It finds that the present and future public convenience 
and necessity are not shown to require the construction neces- 
sary to restore the line as it was before Florida authorities 
went to court about the matter, because, among other things, 
the realignment resulted in putting the station for Monticello 
about a mile beyond the town limits. That was in August, 1927. 

The Florida Supreme Court awarded a peremptory writ cf 
mandamus commanding the restoration of the line, the court 
holding that proper authorization had not been obtained for 
abandonment. The Supreme Court of the United States refused 
to review the matter, Atlantic Coast Line Railroad Co. vs. 
Florida, 281 U. S. 727 (70 S. Ct. Rep. 240). 

Ostensibly the purpose of the present application, said the 
Commission, was to obtain an administrative determination by 
it of the question of the public need for construction of the 
line which the court had ordered the applicant to restore. Here- 
tofore, the report said, the Commission had refused to consider 
the question. After argument, however, the Commission re- 
opened the case, took further testimony, and came to the con- 
clusion that the public convenience and necessity did not require 
construction of the line, the A. C. L. having made arrangements 
for the delivery of freight at Monticello over the Seaboard Air 
Line. Therefore the application was denied. The A. C. L. 
filed the application on the theory that if it obeyed the mandate 
of the Florida court without obtaining a certificate it would 
be disobeying the law. 

Commissioner Mahaffie, dissenting, said that the carrier’s 
solicitude about obedience to the law was “somewhat remark- 
able.” He said that it was clear that what the applicant really 
wanted was to avoid the effect of the writ of mandamus and 
that the Commission was asked to aid to that end. He said 
that the court had exercised jurisdiction and its order, un- 
changed, was now outstanding. In his opinion, he said, the 
judgment of division 4, dismissing the application, should have 
been affirmed. Commissioners Lewis and Porter, he said, au- 
thorized him to say they joined in that expression. 


REIMBURSEMENT OF DEFICIT CASES 


In Finance No. 6289, Degnon Terminal Railroad Corporation 
(Long Island City, N. Y.) deficit status, the Commission, by 
division 4, has dismissed the claim of the carrier for $17,176.28 
for reimbursement of deficit under section 204 of the trans- 
portation act for the period January 1, 1918, to February 29, 1920, 
inclusive, on a finding that there is no proper basis to deter- 
mine whether there is any amount due the carrier, and that 
in view of this finding it is unnecessary to determine whether 
the claimant is otherwise qualified to sustain a claim under 
section 204. 

In Finance No. 6267, Elk & Little Kanawha Railroad Com- 
pany (Boggs to Shock, W. Va.) deficit status, the Commission, 
by division 4, has dismissed the claim of the carrier for $29,- 
510.55 for reimbursement of deficit under section 204 of the 
transportation act for the period January 1, 1918, to April 1, 
1919, finding that the claimant was not a carrier entitled to 
the benefits of section 204, as it appeared that the function of 
claimant was that of a plant facility. 


WISCONSIN ABANDONMENT 


In Finance No. 8910, Marinette, Tomahawk & Western Rail- 
road Co. abandonment, the Commission, by division 4, has issued 
a certificate permitting the carrier to abandon that part of its 
line extending from Somo Junction in a general westerly direc- 
tion, about 13 miles, in Lincoln county, Wis. 


S. A. L. ABANDONMENT 


In Finance No. 8823, Seaboard Air Line Railway Co. aban- 
donment, the Commission, by division 4, has issued a certificate 
permitting the carrier and its receivers to. abandon operation 
of a part of the so-called St. Marks branch extending from the 
Smith-Vereen connection track between mileposts 817.5 and 818 
to the end of the line at St. Marks, approximately 2.7 miles, in 
Wakulla county, Fla. The finding of the Commission is without 
prejudice to the right of the applicants to petition for reopening 
of the case at the expiration of one year with a view to accom- 
plishing complete abandonment. Abjection to abandonment was 
made by the city of Tallahassee, the Chamber of Commerce of 
Tallahassee and residents of St. Marks. The Commission de- 
cided that the track be permitted to remain in place for a year 
in order that opportunity be afforded for development of suf- 
ficient traffic to warrant continued operation, though it said 
hope for such development seemed to be “somewhat optimistic.” 


S. W. HOCH-SMITH PETROLEUM 


The Commission has afforded fourth section relief on crude 
oil and casinghead gasoline, in connection with No. 17000, part 
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4-A, Hoch-Smith refined petroleum products in the southwest, 
by means of fourth section order No. 10791 to continue until 
permanent disposition is made of Leland’s application No. 14476. 
The substantive parts of the order follow: 


It is ordered, that pending the effective date of the order or orders 
to be entered in Fourth Section Application No. 14476 pursuant to 
a hearing to be held thereon, the applicants herein be, and they are 
hereby, authorized to establish and maintain over all routes, for 
the transportation of casinghead gasoline and crude oil, between 
points included in the reports in Docket No. 17000, Rate Structure 
Investigation, Part 4-A, Refined Petroleum Products in the Southwest, 
171 I. C. C. 381 and 174 I. C. C. 745, which reports are hereby re- 
ferred to and made a part hereof, and between points included in 
said proceeding, on the one hand, and related points in adjacent ter- 
ritory, on the other; also between said related points, the lowest rates, 
constructed on the following bases as maximum rates over any line 
or route from and to the same points. 

(a) On casinghead gasoline, rates not to exceed those contempo- 
raneously maintained on refined oil from, to, and between the same 
points. 

(b) On crude oil, rates not to exceed 80 per cent of the rates 
contemporaneously maintained on refined oil from, to and between 
the same points; and to maintain higher rates from, to and between 
intermediate points; provided (1) that the rates on casinghead gaso- 
line from, to and between said higher-rated intermediate points shall 
not exceed rates contemporaneously in effect on refined oils from and 
to said points; (2) that the rates on crude oil from, to and _be- 
tween said higher-rated intermediate points shall not exceed 80 
per cent of the rates contemporaneously in effect on refined oil 
from and to said points, and (3) that rates at said higher-rated inter- 
mediate points shall in no case exceed the lowest combination of 
rates subject to the interstate commerce act. 


ENVELOPE RATE INQUIRY 


The Commission, in No. 24895, in the matter of rates, 
ratings and minimum weights on envelopes in carloads, has 
instituted an investigation into the subject indicated by the 
title of the case, with a view to coming to a conclusion as to 
what the rates, ratings and minima should be in and between 
the three big classification territories. 

Refusal of the carriers in official territory to take advantage 
of the Commission’s finding of undue prejudice in Berkowitz 
Envelope Co. vs. A. T. & S. F., 174 I. C. C. 438, by raising their 
rates, is the immediate cause of the inquiry. The proceeding 
has been assigned for hearing on January 22, at the Hotel 
Sherman, Chicago, IIl., before Eaminers Crowley and Jensen. In 
a notice to the public about this proceeding Secretary McGinty 
said: 





The Commission has instituted an investigation into the rates on 
envelopes within and between official, southern and western terri- 
tories. In Berkowitz Envelope Co. vs. A. T. & S. F. Ry. Co., 174 
I. C. C. 488, it was found that the rates charged complainant from 
Kansas City, Mo., to Chicago, Ill., Indianapolis, Ind., and other des- 
tinations in official territory were unreasonable and unduly prejudicial 
in comparison with the rates charged from manufacturing points in 
that territory to the same destinations. Fifty per cent of first-class 
rates was fixed as a reasonable basis. The rates from Kansas City 
were higher than this basis, whereas the rates from the official terri- 
tory manufacturing points were materially lower, approximating 35 
per cent of first class. The decision gave the official territory lines 
an opportunity to increase the rates which they charge on envelopes. 
They have refused to take advantage of this opportunity, thus forc- 
ing the western lines to reduce their rates from Kansas City below 
the basis found reasonable by the Commission. 

In view of these circumstances the Commission has instituted this 
investigation for the purpose of reviewing the rates on envelopes gen- 
erally throughout the country. 


RAIL INTERCOASTAL RATES 


The Commission, by means of fourth section order 10796, 
has authorized carriers to make export, import, and inter- 
coastal rates, over all routes via United States and Canadian 
north Atlantic ports, using the new eastern and western class 
rates on the basis of the lowest domestic rate to any port, which 
is generally the rate to Baltimore, on the historic port differ- 
ential relationship. At present, the export and import rates 
are the old class rates, which, for that purpose, were continued 
in effect after December 3, under sixth section permission. 

As to the intercoastal rates, the new class rates broke up 
the old relationship. As to them, therefore, the fourth section 
relief works a restoration. 

The temporary arrangement made to the Hampton Roads 
ports by fourth section order 10752 is to be superseded by the 
new arrangement, the fourth section order also to them having 
been vacated as of the effective date of the new arrangement. 


COMMISSION ORDERS 


No. 24782, Southern Kraft Corporation et al. vs. A. C. & Y. et al. 
Owens-Illinois Glass Co. permitted to intervene. 

No. 24799, Southwestern Millers’ League vs. A. & S. et al. Omaha 
Grain Exchange permitted to intervene. 

No. 18853, Tulloch Coal Co. et al. vs. A. T. & S. F. et al. Com- 
plaint dismissed no good cause being shown to the contrary. 

No. 24783, St. Anthony & Dakota Elevator Co. vs. U. P. et al. 
Complaint dismissed upon complainant’s request. 

No. 23397, Frank Brenner et al. vs. A. & Y. et al. Order modified 
to become effective on January 4, 1932, upon not less than 15, instead 
of 30, days’ notice. 

No. 24734, El Campo Rice Milling Co. et al. vs. T. & N. O. Com- 
plaint dismissed upon complainant’s request. 

No. 23390, O’Brien Bros., Inc., vs. I. C. et al. Complainant’s second 
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petition and its supplemental petition thereto for reconsideration on 
record as made denied. ty 

No. 24647, Fort Scott Hydraulic Cement Co. vs. A. T. & S. F. et al. 
Complaint dismissed upon complainant’s request. ; 

No. 23044, Blue Ridge Glass Corp. vs. A. & B. B. et al. Petition 
of defendants that proceeding be assigned for further hearing with 
I. & S. Dockets Nos. 3462 and 3483, denied. 

No. 22607, Mathieson Alkali Works, Inc., vs. A. & W. et al. Pro- 
ceeding reopened for reconsideration, and petition of D. & S. L. for 
elimination of its name from order and petition of R. G. W. and R. 
G. S. for modification of order denied, in view of division 2 agreeing 
to reopen case for reconsideration. 

No. 17797, Aaron Levy & Co. vs. N. Y. C. et al. 
missed upon complainant's request. Sa , 

Finance No. 8540, Pittsburgh & West Virginia notes. Supplemental 
order is modified so as to permit said carrier to issue promissory notes 
as therein authorized, but to bear interest at a rate not to exceed 6 
per cent per annum. ; 

No. 24508, New England Fuel & Transportation Co. et al. vs. A. 
G. S. et al. Complaint dismissed upon complainants’ request. 

No. 23334, Wm. S. Sweet & Son, Inc., vs. N. Y. N. H. & H. et al., 
No. 16648, Darling & Co. vs. Erie et al., and No. 24690, Savannah 
River Lumber Co. vs. S. A. ‘L. Complaint in each case dismissed upon 
complainant’s request. 

No. 24533, Caflisch Lumber Co. vs. B. & O. et al., and No. 23469, 
The Southern Scrap Material Co., Ltd., vs. N. O. Terminal Co. Com- 
plaint dismissed, same having been satisfied. = 

No. 23719, R. H. Delno vs. A. T. & S. F. et al. 
petition for reconsideration on record as made, denied. | a . 

No. 21658, L. Mundet & Son, Inc., vs. L. V. Complainant’s peti- 
tion for reconsideration of section 6 issue, i. e., the applicability of 
rates charged, denied. ’ , : 

No. 22688, Southern Paving Construction Co. vs. A. C. La. ot al 
Complainant’s petition for reconsideration, denied. 

No. 23880, J. S. Cosden, Inc., et al. vs. C. M. St. P. & P. et al. 
Defendants’ petition for reconsideration, denied. 

No. 23825 (and Sub. 1), Linton Lumber Co. vs. B. & O. et al., and 
No. 23741, Leland G. Banning vs. B. & O. et al. Petition of Leland 
G. Banning, Linton Lumber Co. and S. & S. Lumber Co., complainants, 
for reconsideration, denied. 

No. 21381 (and Sub. 1), Hill, Hubbell & Co. et al. vs. A. & S. 
et al. Complainants’ petition for rehearing and reconsideration, denied. 

No. 23818, State Corporation Commission of Virginia vs. Penn- 
sylvania et al. Petition of certain defendants (official classification 
lines and A. C. L.) for leave to introduce further evidence, i. e., a 
revenue study of movement of potatoes from_eastern shore and Nor- 
folk sections of Virginia to destinations in official territory, denied. 

Finance No. 9026, application of G. & J. for certificate to abandon 
that part of its line of railroad between Johnsonville and Greenwick, 
N. Y. Stevens & Thompson Paper Co. permitted to intervene. : 

No. 24764, Lever Bros. Co. vs. B. & A. et al. Colgate-Palmolive- 
Peet Co. permitted to intervene. 

No. 23801, Red Ball Vegetable Co. vs. I. C. et al. 
reopened for hearing. : 

No. 20352, W. E. Belcher vs. M. & O. Complaint dismissed, no 
good cause to the contrary having been shown. ‘ 

Finance No. 9021, application of L’Anguille River for a certificate 
to abandon its line of railroad in Lee county, Ark. Standard Oil Co. 
of Louisiana permitted to ir.tervene. 

No. 24847, Chicago Live Stock Exchange vs. A. T. & S. F. et al. 
Oneida & Western dismissed as a party defendant hereto. 

No. 22391, Excelsior Coal Co. vs. M. V. Petition of defendant for 
rehearing, denied. 

Finance No. 6879, construction of line by Yankton, Norfolk & 
Southern. Time prescribed in said certificate and order within which 
the Y. N. & S. shall complete construction of line of railroad therein 
authorized is further extended to December 31, 1932. 

No. 17000, part 7, rate structure investigation, grain and grain 
products within western district and for export. Petition of American 
Seed Trade Association, Southern Seedsmen’s Association and Pacific 
States Seedsmen’s Association, dated July 24, 1931, denied. 

No. 24432, Sub. 1, Washington Building Lime Co. et al. vs. B. & 
E. et al., and No. 24432, Sub. 2, Warner Co. et al. vs. A. C. et al. 
North American Cement Corporation permitted to intervene. 

No. 23810, Hamilton Manufacturing Co. vs. C. & N. W. et al. 
Defendants’ petition for reconsideration on record as made and dis- 
missal contained in its answer to complainant’s petition denied, and 
proceeding reopened for further hearing for sole purpose of receiving 
evidence on question of reparation. 

No. 24647, Fort Scott Hydraulic Cement Co. vs. A. T. & S. F. 
et al. Complaint dismissed upon complainant’s request. 

No. 22201, Berkowitz Envelope Co. vs. A. T. & S. F. et al. Peti- 
tion of certain defendants, in so far as it prays for postponement of 
effective date of order of May 9, 1931, herein, as amended, is denied, 
and proceeding reopened for further hearing on January 22, 1932, ten 
o’clock a. m., standard time, at Hotel Sherman, Chicago, IIl., before 
Examiners Crowley and Jensen, 

No. 7865, Chamber of Commerce of Johnson City, Tenn., vs. South- 
ern et al. Proceeding reopened for further hearing February 17, 1932, 
10 o’clock a. m., standard time, at office of the Commission, Wash- 
ington, D. C., before Commissioner Eastman and Examiner Hosmer. 

Ex Parte 99. Application of Mississippi Valley Barge Line Co. 
Effective date is further amended until December 28 

No. 15445, McCormick Warehouse Co. vs. Pennsylvania. Balti- 
more & Ohio permitted to intervene. 

1. & S. 3629. Cottonseed oil from southwestern points to Cali- 
fornia. Motions of Texas Cottonseed Crushers’ Association, Oklahoma 
Cottonseed Crushers’ Association, and Interstate Cottonseed Oil Re- 
fining Co., dated November 12, and motion of Armour & Co., dated 
November 27, requesting consolidation of record herein with record in 
17000, part 8, cottonseed, its products and related articles, for 
consideration and disposition, overruled. 

No. 23236, Alabama Rock Asphalt, Inc. Supplemental petition of 
complainant, and intervener, Dixie Minerals Corporation, for rehear- 
ing, oral argument and reconsideration denied. 

No. 23881, Harmon C. Smith vs. C. & N. W. et al. Complain- 
ant’s petition for reargument under shortened procedure, or recon- 
sideration, denied. 

No. 24739, Farmers’ 
vs. A. T. & S. F. et al. 


intervene. 

No. 21997, G. W. Laughlin, Assistant Grand Chief Engineer of 
Brotherhood of Locomotive Engineers, et al. vs. A. & R. et al. Order 
of January 29, 1930, is modified so as to permit the use of cars 
equipped for purpose of investigation and tests with running boards 
made of material other than wood, which it is believed may provide 


the same or a greater degree of safety than is provided by running 


Complaint dis- 


Complainant’s 


Proceeding 


Grain Dealers’ Association of Iowa et al. 
White Eagle Oil Corporation permitted to 
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boards made of wood, as provided in said order, until not later than 
June 30, 1932. 

No. 20133 (and Sub. 1 and 2), Transcontinental Oil Co. vs. A. & 
St. A. B. et al., and No. 21810, Empire Refiners, Inc., et al. vs. A. 
T. & S. F. et al. Proceeding reopened for further hearing with re- 
spect to rates for future. 

Finance No. 7972. Erie Railroad bonds. The order entered De- 
cember 28, 1929, 158 I. C. C. 525, authorizing the Erie Railroad Co. 
to pledge and repledge from time to time to and including December 
31, 1931, not to exceed $12,000,000 of its first consolidated mortgage 
general-lien 4 per cent gold bonds, held in its treasury, as collateral 
security for any short-term notes which it may issue within the 
limitations of section 20a(9) of the interstate commerce act, is modi- 
fied by extending from December 31, 1931, to and including December 
31, 1933, the time within which said bonds may be pledged. 

No. 24782, Southern Kraft Corporation et al. vs. A. C. & Y. et al. 
Mead Paperboard Corporation, C. T. Jeffray and R. H. M. Robinson, 
as receivers, for Minnesota & Ontario Paper Co., Container Corpora- 
tion of America, Kieckhefer Container Co., Eddy Paper Corporation, 
O. B. Andrews Co:, Waldorf Paper Products Co., Bird & Son, Inc., 
Robert Gair Co., Bogota Paper & Board Co., Ohio Boxboard Co., 
American Boxboard Co., Consolidated Paper Co., River Basin Paper 
Co., Fort Wayne Corrugated Paper Co., Rockford Fibre Container 
Co., Hummel & Downing Co., Fibreboard Products, Inc., Bogalusa 
Paper Co., Federal Paper Board Co., Inc., Clifton Paper Mills, Mac- 
Andrews & Forbes Co., Penn Fibreboard Corporation, Oswego Falls 
Corporation, Hummel-Ross Fibre Corporation, West Virginia Pulp 
& Paper Co., Weston Paper & Mfg. Co., Ontonagon Fibre Corp., 
Alton Box Board & Paper Co., John Stranger Paper Co., Robert Gay- 
lord Co., Inc., Brack Container Corporation, Star Corrugated Box 
Co., Pioneer Paper Stock Co., Rocco Rozzo Sons, Cleary Box Co., 
Downing Box Co., Chicago Mill Paper Stock Co., Continental Paper 
Grading Co., Thomas Paper Stock Co., Inc., United States Paper 
Supply Co., Sangamon Paper Grading Co., and Aetna Waste Paper 
Co. permitted to intervent. 

No. 24801, Mayfair Coal Co. et al. vs. C. M. St. P. & P. et al. 
Chicago Association of Commerce permitted to intervene. 

No. 24677, Atchison Chamber of Commerce vs. U. P. et al. 
sylvania Petroleum Co., Inc., permitted to intervene. 

No. 23867, Farmers’ Union Oil Companies et al. vs. A. & S. et al. 
B. H. Lindemann and C. A. Owenson permitted to intervene. 


PETITIONS FOR REHEARING, ETC. 


No. 23588, Terminal Refrigerating Co. vs. A. T. & S. F. et al. 
Complainant and intervener, ask reconsideration by Commission, en 
bane, on record as made. 

No. 20853, Northwestern Potato Exchange, Inc., et al. vs. A. H. T. 
et al. The Northwestern Potato Exchange, Inc., in a second petition, 
asks for rehearing, reargument or reconsideration. 

No. 21462, and Sub. 1 to 4, inclusive, Buhner Fertilizer Co. et al. 
vs. A. C. & Y. et al. Complainants ask reconsideration, rehearing and 
further argument. 

No. 21442, The Wickes Boiler Co. vs. C. & N. W. et al. Com- 
plainant, Wickes Boioler Co., asks the Commission to authorize the 
Cc. & N. W. to furnish it with actual routing on shipments of steel 
boilers from Manitowoc, Wis., to Oshkosh and Kaukauna, Wis., origi- 
nating at Saginaw, Mich. 

No. 19285, Salina Chamber of Commerce et al. vs. A. T. & S. F. 
et al., No. 19778, Wichita Chamber of Commerce et al. vs. A. T. & 
S. F. et al., and No. 20337, Leonard, Crosset & Riley, Inc., et al. vs. 
A. H. T. et al. Complainants, in a second petition, ask for reopen- 
ing of these proceedings for reargument or rehearing on basis of 
past unreasonableness fixed in 174 I. C. C. 193. 

No. 22965, and Subs. thereto, M. A. Bell Co. et al. vs. A. A. et al. 
Complainants and certain interveners ask reopening and further hear- 
ing. 

No. 17857, Gadsden County Truck Growers’ Association vs. A. 
. et al. Defendants ask for postponement of effective date of 
order. 

No. 17000, part 9, rate structure investigation, Western livestock 
rates. American National Live Stock Association asks for reopening, 
rehearing, reargument and/or reconsideration and modification of 
Commission’s decision. 

No. 17000, part 9, rate structure investigation, live stock-western 
district rates. C. M. St. P. P., Coeur d’Alene & Pend d’Oreille, 
G. he O.. F., O-W. R. & A. 3. C. CA. & FP. BS. 1, an BS. &.. & Ss. 
ask modification of order in certain particulars. 

No. 24455, Dorchester Board of Trade, Inc., vs. N. Y. N. H. & H. 
Complainants ask modification of effective date, rule 15°(D). 

No. 23870, Gulf States Terminal & Transport Co., Inc., vs. T. & P. 
Complainant asks rehearing and argument before full Commission. 

No. 22799 (ard Sub. 1), Armour & Co. vs. C. B. & Q. et al. De- 
fendants ask reopening and further hearing in order to permit them 
to offer further evidence in this case. 

No. 23137, Albers Bros. Milling Co. vs. C. R. I. & P. et al. 
plainant asks reconsideration of record, or rehearing. 

No. 20286, Sub. 1, Tegen & Weibke Co., Inc., et al. vs. C. of N. J. 
et al. C. of N. J. and L. V. ask further hearing at which they may 
submit proof that the particular rates involved in the reparation 
claims were not unreasonable in violation of section 1, and that the 
reparation claims here involved are totally lacking in merit and should 
be dismissed. 

No. 17000, part 2, rate structure investigation. Western trunk line 
class rates, and Ex Part 87, Sub. No. 1. Class rates within western 
trunk line territory. State of South Dakota and Traffic Bureaus of 
cities of Watertown, Mitchell, Aberdeen and Sioux Falls, ask for 
suspension of rail-lake-and-rail and lake-and-rail class and commodity 
rates between western trunk line territory and official territory and/or 
for further hearing in No. 17000, part 2, in connection with class 
and commodity rates via water routes between W. T. L. states and 
official territory points. 


FINANCE APPLICATIONS 


Finance No. 8907. Pittsburgh, Cincinnati, Chicago & St. Louis 
Railroad Co. asks authority to issue and deliver to the Pennsylvania 
Railroad Co., $4,280,000 of general mortgage 5 per cent gold bonds, 
series D, in lieu of like amount of 4% per cent bonds heretofore 
authorized in this proceeding. Pennsylvania asks authority to guar- 
antee bonds. 

Finance No. 9075. Pittsburgh, Cincinnati, Chicago & St. Louis 
Railroad Co. asks authority to issue and deliver to the Pennsylvania 
Railroad Co., $1,000,000 of general mortgage 5 per cent bonds, series 
D, in partial reimbursement of indebtedness for improvements. Penn- 
sylvania asks authority to guarantee the bonds. 

Finance No. 9076. Joint application of Bell Telephone Co. of Penn- 


Penn- 


Com- 
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sylvania and East Branch Telephone Co. for approval of sale of 
property of latter in Warren county, Pa., to former. 

winance No. 9073. Charles A. Wickersham, receiver of Washing- 
ton & Lincolnton Railroad Co., asks authority to discontinue operation 
vt and to abandon the company’s line of railroad fronmi Washington 
to Lincolnton, Ga., 20 miles. 

Finance No. 9067. Fonda, Johnstown & Gloversville Railroad Co. 
asks authority to amend its 60-year first consolidated general refund- 
ing mortgage 4% gold bonds in the amount of $5,700,000, by changing 
the rate of interest and the time for payment of the bonds. It is 
proposed to reduce the interest rate to 2 per cent for the period 
May 1, 1931, to November 1, 1936, and to provide for an additional 
2 per cent interest from November 1, 1936, cumulative, but payable 
only when earned, and to extend the maturity date from November 
1, 1952, to November 1, 1982. 

Finance No. 9079. Leesville, Slagle & Eastern Railway Co. asks 
authority to abandon its entire line of railroad extending from Lees- 
ville to Slagle, La., 10.35 miles of main line track, as well as all spur 
tracks, side tracks, yard tracks, connected therewith. 


UNCONTESTED FINANCE CASES 


Report, certificate and order in F. D. No. 8873, (1) authorizing 
the San Antonio & Aransas Pass Ry. Co. to abandon, and the Texas 
& New Orleans R. R. Co., lessee, to abandon operation of, a segment 
of a branch line of railroad extending from Gonzales to Luling in 
Gonzales and Caldwell counties, Texas; and (2) dismissing that part 
of the application wherein the San Antonio & Aransas Pass Ry. Co. 
requests authority to operate under trackage rights between the above- 
mentioned points over a parallel line of railroad owned by the Gal- 
veston, Harrisburg & San Antonio Ry. Co., approved. 

Report and order in F. D. No. 9046, authorizing the Detroit and 
Mackinac Railway Company to issue not exceeding $500,000 of mort- 
gage bonds to be pledged and repledged from time to time until De- 
cember 31, 1933, as security for indebtedness evidenced by notes issued 
under section 20a (9) of the interstate commerce act, approved. 

Report and order in F. D. No. 9041, authorizing the Fonda, Johns- 
town and Gloversville Railroad Company to issue not exceeding $86,- 
437.50 of promissory notes or lease warrants in connection with the 
procurement of five high-speed motor cars, approved. 

Supplemental order in F. D. No. 6070, St. Louis-San Francisco 
Railway Co. stock, modifying the Commission’s order of March 12, 1927, 
to the extent necessary to permit the Frisco to issue its securities 
pursuant to its application in F. D. No. 8971, approved. 

Report and order in F. D. Nos. 8971, 8985, 8986 and 8987, (1) au- 
thorizing the St. Louis-San Francisco Railway Co. (a) to issue not 
exceeding $2,446,000 of prior-lien mortgage 6 per cent gold bonds, 
series E, to be pledged with the trustee of the consolidated mortgage; 
(b) to issue not exceeding $532,000 of refunding mortgage gold bonds 
under the refunding mortgage of the Kansas City, Fort Scott & Mem- 
phis Railway Co., to be pledged with the trustee of the consolidated 
mortgage; (c) upon pledge of the prior-lien mortgage bonds and 
refunding mortgage bonds, to issue not exceeding $4,014,000 of con- 
solidated mortgage 6 per cent gold bonds, series B, said bonds to be 
pledged and repledged from time to time as collateral security for any 
note or notes that may be issued within the limitations of section 
20a (9) of the interstate commerce act; and (d) to issue from time 
to time not exceeding $4,014,000 of consolidated mortgage 6 per cent 
gold bonds, series C, in exchange for and in amounts equal to any of 
the $4,014,000 of consolidated mortgage 6 per cent gold bonds, series B, 
presented for conversion, condition prescribed; (2) authorizing sub- 
sidiaries of the St. Louis-San Francisco Railway Co. to issue promis- 
sory notes in the amounts indicated: St. Louis-San Francisco & Texas 
Railway Co., $55,252.20; Forth Worth & Rio Grande Ry. Co., $57,183.28, 
and Birmingham Belt Railroad Co., $1,515.96; said notes to be deliv- 
ered to the St. Louis-San Francisco Railway Co. in respect of capi- 
= expenditures made to the properties of the subsidiaries, ap- 
proved. 


USE OF COMMISSION FIGURES 


In support of the fight which the trunk lines are making 
against an extension of the Ohio Farm Bureau Federation case 
scale on fertilizers into trunk line territory, D. T. Lawrence, 
vice-chairman of the Traffic Executives’ Association, eastern 
territory, as a witness in No. 22823, F. S. Royster Guano Co. 
vs. B. & O. et al., No. 24837, Central Chemical Co., Inc., et al. 
vs. B. & O. et al., No. 24639, Long Island Produce & Fertilizer 
Co., Inc., vs. Same, and related cases, at the hearing before 
Examiner Mattingly on December 3, supported a proposition, 
laid down by A. H. Elder, attorney for the eastern roads, that 
car-mile and ton-mile earning statistics, frequently used by the 
Commission, are misleading. The cases mentioned pertain to 
fertilizer rates. : 

According to the transcript of the testimony made by the 
State Law Reporting Company, Mr. Elder said that the pur- 
pose of Mr. Lawrence’s exhibit, No. 572, was “to make very clear 
that the car-mile and ton-mile earnings’ statistics that the Com- 
mission very frequently uses, and has used in the Ohio Farm 
Bureau Case and the Southern Fertilizer Case, are misleading; 
to make that clear to the Commission, if it has not been made 
clear before.” 

The almost universal principle, Mr. Lawrence said, was 
that the revenue “per ton-mile” and “per car-mile”’ decreased 
as the distance of the movement increased. 

“That, however,” said Mr. Lawrence, “refers to the dis- 
tance of the total haul under one rate, and the distance which 
one carrier hauls the traffic has nothing whatever to do with it. 
I just want that stated as a cardinal principle.” 

To illustrate his idea, Mr. Lawrence said that his first 
figures were presented to show that mass traffic, that is, the 
whole volume of traffic, moving under a mileage scale, for 
distances both shorter and longer than the average distance, 
would yield less average revenue a ton or a car than would 
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one shipment, the latter moving a distance equal to the average 
of all traffic. He started by computing the averages up to 100 
miles. 

At 100 miles, he said, the average rate was 8 cents and the 
actual rate for the average distance, 52.5 miles, was 8 cents. 
In that case, he said, the two factors corresponded. 

“I have tested this many times,” said Mr. Lawrence, “and 
never in any scale did I ever find that result before. In every 
other case shown on these pages (of the exhibit) where I have 
broken the totals at every 100 miles, the average rate is some- 
what less than the rate for the average distance. The idea 
is that in all mileage scales the progression of the rate does not 
go as rapidly as the progression of distance. Consequently, 
in order to get an average movement of traffic, and in mass 
traffic moving from a central point, the increase in the rate, we 
will say, for 50 miles, is less than the decrease in the rate 
for 50 miles going back up the scale. Consequently, any aver- 
age that you can get will be an average rate less than the 
specific rate for that distance.” 

Mr. Lawrence pointed out four causes creating the mis- 
leading character of the statistics mentioned, one being that 
freight earnings were computed on the total cars, regardless 
of whether they were loaded with revenue or non-revenue freight. 
One illustration on that point was a hypothetical train showing 
25 cents as the revenue “per car-mile,”’ whereas, by reason of 
the non-revenue cars in the train, the car-mile revenue was 
only 20 cents. Mr. Lawrence said that in the eastern district 
the non-revenue cars constituted 6.9 per cent of the total loaded 
cars. 

The Lawrence testimony also pointed out that much use 
had been made of average hauls by each carrier and that that 
was misleading, because, as before set forth, he said, that the 
average haul “per road” had nothing to do with the level of 
the rate. He pointed out that while the Central of New Jersey 
had an average haul of a little more than 69 miles, that road 
received traffic from the Pacific coast and from northern Florida 
and that the average haul of the Central of New Jersey could 
not have anything to do with the level of the rate. The total 
haul, he added, controlled the rate. 

In summing up his testimony about statistics, Mr. Law- 
rence said that his point was that the statistical average haul 
was the haul of single roads and that that had nothing to do 
with rate making. The statistical average haul, he said, was 
good for comparing one year with another, to some extent, if 
one railroad desired to show what its trouble might be, but that 
it could have no value as related to a rate basis. 

On cross-examination it was attempted to make Mr. Law- 
rence admit that all statistics had infirmities. He admitted that 
the statistics he had attacked had been used many times, but 
expressed the hope that his testimony would correct an errone- 
ous impression as to their value for use in comparing freight 
rates. Mr. Lawrence said that in the Commission’s statistics 
where the average haul was published there was a note warn- 
ing the reader that that was not the average haul of the traffic. 
He said that those who had been using the statistical average 
haul should have taken note of the warning. In connection 
with his expression of hope that his testimony would correct 
erroneous impressions as to the value of the figures he had 
been talking about, Mr. Lawrence mentioned Mark Twain’s con- 
clusion that there was one outstanding difference between a lie 
and a cat due to the fact that a cat had only nine lives. Mr. 
Lawrence added that former examiners of the Commission in- 
troducing testimony of the character he had been talking about 
were introducing testimony “that is absolutely silly; it is irrel- 
evant.” 


VEGETABLE OIL TRANSIT 


The Commission, in No. 24890, transit on vegetable oils in 
southern territory, has instituted an inquiry as to the meaning 
and scope of tariffs of southern carriers which provide for 
transit on vegetable oils. In substance the foundation question 
is as to when a vegetable oil, for transportation purposes, if ever, 
ceases to be a vegetable oil and becomes a lard substitute. The 
matter has been the subject of controversy for a considerable 
period. Rates on lard substitute, generally, are higher than on 
the vegetable oils frequently used in their compounding. The 
Commission’s order instituting the proceeding, other than the 
part saying that the matter would be assigned for hearing here- 
after, follows: 

» Upon consideration of a petition, dated August 14, 1931, filed by 
the Nashville, Chattanooga & St. Louis Railway and certain other 
carriers operating in southern territory, praying that this Commis- 
sion enter, upon its own motion, upon an investigation of practices 
under certain tariffs and of definition of terms contained in those 
tariffs, and upon consideration of replies of certain shippers in opposi- 
tion k. and in support of said petition, and good cause therefor ap- 
pearing: 

It is ordered, that the Commission enter, upon its own motion, 
upon an investigation into and concerning the scope and meaning of 
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the tariffs hereinafter designated and similar tariffs, published by 
said petitioners and lawfully on file with the Commission, so far 
as said tariffs provide for transit services in connection with inter- 
state shipments of vegetable oils, at Atlanta, Ga., Chattanooga, and 
Memphis, Tenn., and Louisville, Ky., and into and concerning the 
applicability or inapplicability of said transit provisions to and in 
connection with shipments, outbound from said points in interstate 
commerce, of certain comrnodities variously known by such trade 
names as “Delico,’” ‘‘Vream,” ‘‘Bakerite,’’ ‘‘White Ribbon,’ ‘‘Non 
Pareéeil,’’ ‘‘Delmonico,” ‘‘Creamtex,” ‘‘Vanco,”’ ‘“‘Snowflake,’’ and “Con- 
tadina,”” and by such trade descriptions as “solidified cottonseed oil, 
yellow’ and “‘solidified cottonseed oil, white,’’ as such shipments may 
heretofore have been or — hereafter be made, and whether said 
commodities are, as alleged by said petitioners, lard substitutes and 
not under the terms and within the meaning of said transit provisions, 
entitled to the benefits of said provisions or to through interstate 
rates published for application in connection therewith, and what 
constitute such substitutes within the meaning of said provisions; 
and that after hearing upun said questions, the Commission make 
such findings and reach such conclusions, and enter such order or 
orders if need be,.as it shall determine to be appropriate or neces- 
sary in the premises; tariffs representative of those here in question 
being Nashville, Chattanooga & St. Louis Tariff I. C. C. No. 3025-A, 
Louisville & Nashville tariff I. C. C. No. A-15879, Illinois Central 
tariffs I. C. C. Nos. 7677 and 7688, Central of Georgia tariff I. C. C. 
No. 2613, Atlanta & W. P. R. R.—Georgia R. R. tariff I. C. C. No. 
A-47, Southern Railway tariff I. C. C. No. A-10345, and Seaboard 
Air Line tariff I. C. C. No. A-7437. 


S. W. COTTON VIA GULF PORTS 


The Commission, in No. 17000, part 3, Hoch-Smith cotton 
within and from southern and southwestern territories and for 
export, has issued second supplemental fourth section order 
No. 10495, based upon applications by Leland and Tilford, car- 
rying an additional paragraph reading as follows: 


3%. It is further ordered, that subject to the provisions of para- 
graphs 4 and 5 hereof, the applicants herein be, and they are hereby, 
authorized to establish and maintain via all rail-and-water and rail- 
water-rail routes from points in the southwest to points in official 
classification territory through Gulf ports rates the same as those 
constructed over any line or route from and to the same points on 
the basis of the lowest aggregate-of-intermediate rates filed with 
the Commission via such rail-and-water and rail-water-rail route; 
and to maintain higher rates from, to and between intermediate 
points; provided, that the rates from, to and between said higher 
rated intermediate points shall not be increased except as may here- 
after be authorized by this Commission, and shall in no case exceed 
the lowest combination of rates subject to the interstate commerce act. 


CHANGES IN DOCKET 


Hearing in Fourth Section Application No. 14457, filed by 
J. E. Tilford, agent, Fourth Section Application No. 14468, filed 
by F. A. Leland, agent, and Fourth Section Application No. 
14504, filed by J. E. Tilford, agent, assigned for December 18, 
at Memphis, Tenn., before Examiner Stiles, was canceled. 

Adjourned hearing in No. 24069, Atlantic Coast Line R. R. 
Co. et al. vs. A. & A. R. R. Corp. et al., and No. 24160, in the 
matter of divisions of joint interterritorial rates between offi- 
cial and southern territories, assigned for December 16, at 
Washington, D. C., before Examiners Hosmer and Dillon, was 
canceled and reassigned for December 21, at Washington, D. C., 
before Examiners Hosmer and Dillon. 

Hearing in I. and S. 3667, lime between Western Trunk 
Line points, assigned for December 17, at Chicago, IIl., before 
Examiner Smith, was postponed to date to be hereafter fixed. 

Arguments in No. 24082 (and Subs. 1 to 3, incl.), Cargill 
Commission Co. vs. G. N. Ry., assigned for December 19, at 
Washington, D. C., was canceled. 


WAGE NEGOTIATIONS 


The net result of the meeting at Chicago, beginning De- 
cember 6 and ending late December 12, of some 1,500 general 
chairmen of twenty-one railroad labor unions and brotherhoods, 
comprising all the organized employes of the railroads (see 
Traffic World, Dec. 12, p. 1291), was the adoption of a resolution 
late the last day of the meeting calling for the appointment of a 
representative committee of the labor organizations and of rail- 
road management to negotiate “to a conclusion pending issues 
concerning unemployment and wages.” In the event railroad 
management does not appoint such a committee, the resolution 
says the executives of the labor organizations “shall be further 
authorized to take all steps necessary for concerted and cooper- 
ative action in conformity with the spirit and provisions of the 
railway labor act to protect the interests of our memberships 
in exising rates of pay and working conditions.” 

Before the committee of representatives of the labor organ- 
izations can be created, it will be necessary for the general 
committees or locals of the individual organizations on each 
railroad to approve the resolution. Action approving or disap- 
proving the resolution and empowering the general chairmen 
to appoint the committee will not require more than about two 
weeks, according to D. B. Robertson, president of one of the 
principal train service brotherhoods and chairman of the Rail- 
way Labor Executives’ Association. 

The proposal of the employes involves negotiation with the 
railroad heads with respect to unemployment conditions and 
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other parts of a “program” announced in connection with the 
meeting in New York last month with a committee of nine 
railroad presidents. That program includes adoption of a six- 
hour day, provisions for assurance of a minimum working force 
on the railroads, and numerous other matters. The railorads 
have refused in the past to meet with the unions on a national 
basis to negotiate with respect to the issues involved. 

Immediately after the resolution was adopted, Mr. Robert- 
son and another representative of the employes delivered a copy 
to Daniel Willard, president of the B. & O., who was chairman 
of the committee of nine railroad presidents who met in New 
York with the representatives of the Railway Labor Executives 
Association to discuss a proposal for a ten per cent reduction 
of wages. President Willard issued the following statement 
after his conference with the labor executives: “The resolution 
proposes a conference between a committee representing the 
railroads and a committee representing the employes and the 
terms of the resolution seem to promise that an amicable under- 
standing may be arrived at.” 

Another resolution adopted at the meeting of the general 
chairmen of the unions declared that maintenance of way em- 
ployes of the Chicago and North Western, who had that week 
been notified by the railroad of a reduction in pay, would 
receive “the united support of all the labor organizations” in 
opposing the cut. The North Western had refused to arbitrate 
the question of reduced pay for its maintenance of way em- 
ployes and the union, following the announcement, began taking 
a vote on a strike. 

At a meeting of the Eastern Presidents’ Conference in New 
York, December 14, heads of the eastern railroads complied 
with the request of the railroad labor organizations for appoint- 
ment of a committee empowered to “negotiate to a conclusion” 
pending matters with respect to wages and employment con- 
ditions on the railroads of the country. Daniel Willard, presi- 
dent of the B. & O.; J. J. Pelley, president of the New Haven, 
and Charles E. Denny, president of the Erie, were appointed 
to represent eastern lines in conferences contemplated under 
the resolution adopted at the meeting of the railway labor unions 
at Chicago last week. These three represented the eastern 
managements at the earlier conference of nine railroad presi- 
dents with representatives of the Railway Labor Executives’ 
Association at New York in November. 

According to reports, the eastern presidents have taken 
steps to obtain a 15 per cent reduction in wages, through the ma- 
chinery set up under the railway labor act, in the event an 
amicable adjustment between the unions and management 
proves impossible. 

At a meeting of the Western Railway Executives’ Associa- 
tion in Chicago, December 15, to consider the proposal of labor 
organizations, action was taken calling for a meeting of repre- 
sentatives of all lines, eastern, western, and southern, in New 
York, December 18. 

At the conclusion of the meeting of the western railroad 
heads, J. W. Higgins, chairman of the association, issued the 
following statement: 

After full discussion at today’s meeting of western lines, it was 
decided that in the interest of reaching agreement as promptly as 
possible with the employes in the matter of wage adjustments, it 
was desirable that a joint meeting of eastern, southern and western 
lines be held at New York on Friday of this week and arrangements 
to that end will be made at once. 

Mr. Higgins later said that the necessary arrangements 
had been made with the chairmen of the eastern and southern 
presidents’ associations and that the meeting would be held. 


COOPERATION AS TO WAGES 


Editor The Traffic World: 

From the standpoint of the traffic manager, why is it that 
owners always insist that employes have no interest in the 
financial condition of the company that controls the property 
and, when wages are under consideration, employes refuse to 
consider the financial condition back of the request for lower 
wages? . 

Nearly all of us who are working full time have had our 
wages cut 10 per cent or 20 per cent, so railroad labor, which 
usually works full time, is due for a cut whether they like it 
or not. But let’s make it a fair one for everyone. Let’s make 
the railroads at the same time take steps to put themselves in 
financial condition that will reduce their fixed charges to the 
point that they will again be the most powerful transportation 
machine. 

If the railroad employes take a 10 per cent reduction, where 
does the money go? Some smart financier can probably tell 
you, but the ordinary man knows a good reliable bookkeeper 
can hide it away so that only Wall Street can collect it. So 
why not this plan? 

On those railroads not earning 6 per cent on their bonded 
indebtedness or Interstate Commerce Commission valuation, 
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whichever is higher, the employes will agree to a 10 per cent 
deduction from every pay check. This deduction will be credited 
to a sinking fund, out of which not exceeding 50 per cent can 
be taken to pay operating expenses; the other 50 per cent and 
any accrued interest can only be used to retire the bonds of 
the railroad. 

If such a plan would operate, it seems to me that, in four 
or five years, the reduction in the railroads’ fixed charges would 
give them much lower costs and place them in a position to 
meet truck and bus competition in nearly every case. 

The various states and counties might be asked to take a 
10 per cent reduction in their taxes on the same basis. 

William Volker & Co., 

Kansas City, Mo., Dec. 11, 1931. By R. M. Nielson. 





RAILROAD EMPLOYMENT 


Class I steam railroads the middle of October had 1,225,399 
employes, a decrease of 15.78 per cent as compared with 
October last year, according to statistics compiled from carrier 
reports by the Bureau of Statistics of the Commission. For 
September the total was 1,254,274. By groups the number of 
employes the middle of October, with the percentage decrease 
in each instance as compared with October last year, was as 
follows: Executives, officials, and staff assistants, 14,973; 7.68; 
professional, clerical and general, 213,562; 13.01; maintenance 
of way and structures, 264,289; 21.59; maintenance of equip- 
ment and stores, 322,984; 14.73; transportation (other than train, 
engine and yards), 153,712; 13.05; transportation (yardmasters, 
switch tenders and hostlers), 16,751; 14.64; transportation (train 
and engine service), 239,128; 14.90. 

MEDIATION BOARD APPOINTMENT 

John Williams, of California, has been nominated by 
President Hoover for reappointment as a member of the Board 
of Mediation. 








LOCOMOTIVE INSPECTOR’S REPORT 


The best condition of locomotives in service ever recorded 
is reported by A. G. Pack, chief inspector of the Bureau of 
Locomotive Inspection of the Commission, in his twentieth 
annual report, for the fiscal year ended June 30, 1931. 

In the year covered by the report 10 per cent of the steam 
locomotives inspected by the bureau’s inspectors were found 
with defects or errors in inspection that should have been cor- 
rected before being put into use, as compared with 16 per cent 
for the previous year. 

“This reflects the best condition of locomotives in service 
ever recorded,” said Mr. Pack. 

“A summary of all accidents and casualties to persons 
occurring in connection with steam locomotives compared with 
the previous year shows a decrease of 22 per cent in the num- 
ber of accidents, an increase of 23 per cent in the number of 
persons killed, and a decrease of 15.9 per cent in the number 
of persons injured. The increase in the number of persons 
killed was due to one particularly violent boiler explosion in 
which six persons were killed. This explosion was due to 
lapse of ordinary caution on the part of the engine house force 
rather than to any structural defect in the boiler.” 

In the period from 1923 to 1931, both inclusive, according 
to the report, the percentage of locomotives inspected found 
defective consistently decreased from 65 to 10; the number of 
locomotives ordered out of service decreased in the same man- 
ner from 7,075 to 688, or 90.3 per cent; the number of accidents 
decreased from 1,348 to 230, or 82.9 per cent; the number of 
persons killed decreased from 72 to 16, or 77.8 per cent, and 
the number of persons injured decreased from 1,560 to 269, or 
82.8 per cent. There were fewer locomotive accidents in the 
year than at any time in the last 20 years, according to the 
report. 





SUPREME COURT ACTION 


The Supreme Court of the United States, December 14, in 
No. 454, Claiborne-Annapolis Ferry Co. vs. United States et al., 
in which the ferry company is contesting a certificate issued 
by the Commission to the Chesapeake Beach Railway Co., per- 
mitting it to extend its line by means of a ferry across the 
Chesapeake Bay, noted that it had probable jurisdiction in the 
case. 

In No. 178, William J. Stratton, secretary of state of Illinois, 
vs. St. Louis Southwestern, involving imposition of a franchise 
tax on the carrier, the court restored the case to the docket 
and assigned it for reargument January 11 on the question of 
the jurisdiction of the federal court for the southern district 
of Illinois, southern division, both with respect to the amount 
involved in the suit and with respect to the jurisdiction of 
the court as a court of equity. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1981, by West Publishing Co.) — 


09 Oo O09 Ooo Ber eo Bor Ge: 





REGULATION OF COMMON CARRIERS 


(Court of Errors and Appeals of New Jersey.) As regards 
right to consent to use of streets for auto busses, Ocean Grove 
is a municipality and not part of Neptune township (P. L. 1870, 
p. 397).—Whitehead vs. Board of Public Utility Commissioners, 
156 Atl. Rep. 766. 

License issued by municipality of Ocean Grove for opera- 
tion of auto busses, after creation of board of public utility 
commissioners, held not effective until approved by the board 
(Comp. St., Supp., secs. *167-14, *167-15).—Ibid. 

That reasons leading board of public utility commissioners 
to refuse approval of municipal license for operation of auto 
busses were unsound, held not to authorize operation of busses 
without such license.—Ibid. 





(Supreme Court of Nebraska.) Joint freight rate jointly 
established by two railroads, pursuant to order of state railway 
commission, held not subject to modification or abrogation by 
establishment of terminal switching charge pursuant to ex parte 
application by one of railroads (Comp. St. 1929, secs. 75-402, 
75-408, 75-501, 75-505, 75-712).—Platte Sand & travel Co. vs. 
Chicago, B. & Q. R. Co., 288 N. W. Rep. 766. 
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Shipping Decisions 

Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) satin 
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(Circuit Court of Appeals, Third Circuit.) Liability for 
injury to ship as between shipowner and charterer depends pri- 
marily on contract.—The Gibraltar, 52 Fed. Rep. (2d) 787. 

Charter for hire of ship at named price per ton of dead- 
weight capacity for named period was “time charter.’’—Ibid. 

In case of demise, ship being in charterer’s exclusive pos- 
session, burden of showing how injury occurred, and that it was 
not through charterer’s negligence, is on charterer after owner’s 
prima facie case.—Ibid. 

Charterer was not bound to return in good condition mast 
received in bad condition.—Ibid. 

For purpose of supervising loading, ship captain was in 
owner’s service, and was its agent, as against charterer.—Ibid. 

Evidence held not to show injuries to ship’s mast were 
due to charterer’s negligence.—Ibid. 

As regards injuries to ship’s mast, res ipsa loquitor doctrine 
held inapplicable.—Ibid. 

As regards charterer’s liability for injury to ship’s mast, 
custom of hauling cargo cars to ship’s side by ship gear would 
not relieve either party from legal responsibility.—Ibid. 








* _ 
Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing Co.) seit 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of Arkansas.) Duty of carrier transporting 
strawberries was to exercise ordinary care to properly ice and 
reice car.—Railway Express Agency vs. E. Rouw Co., 42 S. W. 
Rep. (2d) 761. 

Shipper has burden of showing that carrier was guilty of 
negligence in transporting strawberries, causing damages.—lIbid. 

Carrier transporting strawberries had duty merely to exer- 
cise ordinary care in furnishing shipping facilities.—Ibid. 
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Instruction that it was carrier’s duty to use ordinary care 
in furnishing properly refrigerated car for strawberries and 
to keep it properly ventilated did not cure error in instruction 
making it carrier’s duty to furnish refrgierator car sufficiently 
iced to preserve strawberries.—lIbi.d 





(Supreme Court of Arkansas.) Condition of strawberries 
when delivered to express company, held for jury on conflicting 
evidence.—American Ry. Express Co. vs. Cole, 42 S. W. Rep. 
(2) 772. 

Evidence warranted finding that strawberries were in good 
condition when delivered to express company and would stand 
up from 6 to 8 days if car was properly iced.—Ibid. 

Evidence of express company’s negligence in not properly 
icing and re-icing car of strawberries, held sufficient for jury. 
—Ibid. 

Shipper alleging express company’s specific negligent acts 
damaging strawberries, had burden of proving negligence and 
resulting damage.—Ibid. 

Instruction that express company must use ordinary care 
to furnish proper shipping facilities for commodities trans- 
ported, and to furnish properly constructed refrigerator car and 
sufficient ice to preserve strawberries, held proper under plead- 
ings and evidence. 

Instruction in question was proper, in view of complaint 
which alleged that express company was negligent in not furnish- 
ing properly constructed and equipped refrigerator car for straw- 
berries and in not properly icing and re-icing car, and in view 
of evidence which tended to show that damaged condition of 
strawberries when received at destination was caused either 
by faulty equipment or improper refrigeration.—Ibid. 

If evidence unwarranted by allegations is introduced without 
objection, complaint is deemed amended accordingly.—Ibid. 

Instruction to assess shipper’s damages between original 
sale price and net amount received for damaged strawberries, 
held not erroneous. 

Instruction in question was not misleading or erroneous, in 
view of evidence which showed that strawberries were ulti- 
mately sold for their full market value in their deteriorated 
condition.—Ibid. 

DELAY IN TRANSPORTATION OF DELIVERY 

(Superior Court of Delaware, Kent.) Fruit brokers could 
sue carrier in their name for damages from negligent delay in 
delivering shipment.—Terry vs. Pennsylvania R. Co., 156 At. 
Rep. 787. 

Fruit brokers could recover from carrier any damages re- 
sulting to them as brokers, or to principals, from negligent 
delay in delivering shipment.—Ibid. 

Bailee without fault of damaged property is liable to bailor, 
only for surplus recovered by bailee from tortious third person, 
less proper bailment charges.-—Ibid. 

Fruit brokers could sue for all damages resulting from third 
person’s negligent act, whether property bailed was lost or 
merely damaged.—lIbid. 

Generally agent must account to principal, and cannot 
plead in defense to principal’s action rights of third persons not 
asserted by them.—lIbid. 

Carrier could not on its own motion assert rights of owners 
of peach shipment to avoid recovery of consignor fruit brokers 
for negligent delay in delivery.—Ibid. 

Bailee’s recovery of full damages for injury to bailed prop- 
erty bars subsequent action by bailor.—Ibid. 

That bailees’ declaration seeking recovery of damages to 
bailed property failed to disclose bailment would not prevent 
record from barring subsequent action by bailors. 

This is so, since under proper pleadings a prior recovery 
by the bailee could be shown by the record supplemented by 
other appropriate proof.—lIbid. 

In tort action some right or interest in subject-matter of 
action must appear in plaintiff.—Ibid. 

Although plaintiff in tort action has only special interest 
in subject-matter thereof, allegation of general title or posses- 
sion is sufficient.—Ibid. 

Bailees’ action for damages to shipment was sufficiently 
supported as against motion in arrest of judgment by allegation 
of delivery to defendant for transportation “for said plaintiffs,” 
— declaration did not allege ownership or possession.— 

id. 








WILLIAMSON APPLICATION 


_F. E. Williamson, president of the Chicago, Burlington & 
Quincy, has applied to the Commission for authority to hold 
the position of president and director of the New York Central 
and to hold positions with affiliated lines. He advised the 


Commission he had been elected to the positions effective Jan- 
uary 1, 1932, and that he had resigned, effective that date, his 
positions with the Burlington and affiliated lines. 
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TRANSPORTATION LEGISLATION 


The Traffic World Washington Bureau 


Representative Rayburn, the new chairman of the House 
committee on interstate and foreign commerce, December 16, 
said that the Commission had made nineteen recommendations 
to Congress in its annual report (see Traffic World, Dec. 12, p. 
1283) and that he thought the recommendations should challenge 
the attention of Congress. 

“It will be my purpose to reach as many of these recommen- 
dations for consideration as possible,” said he. 

Chairman Rayburn said he was having drafted a bill that 
would follow closely the recommendations of the Commission 
with respect to substitute legislation for section 15a of the inter- 
state commerce act. He pointed out that he had not favored 
that section when it was enacted in 1920. 

“IT have always thought that section 15a was too rigid—that 
it imposed requirements that it was impossible for the Commis- 
sion to carry out,” said he. “It has seemed to me that the recap- 
ture clause has laid a tribute on thrift.” 

The situation. with respect to the recapture money held by 
the Commission was outlined by the chairman, who pointed out 
that under the requirements for use of the money no railroad 
wished to borrow from the fund. In this connection he said it 
had been estimated that the claims against the railroads under 
the recapture provisions would aggregate four hundred million 
dollars. Such an estimate was made unofficially before the 
Supreme Court of the United States rejected the Commission’s 
O’Fallon method of valuation for recapture purposes on the 
ground that the Commission “disregarded the approved rule” 
because reproduction costs were not considered. Since that 
decision it has been estimated that, with the Commission giving 
weight to reproduction costs, the amount of money that might 
be recaptured would be considerably reduced. 

Mr. Rayburn said the transportation act had been under 
attack frequently since its enactment and that he felt that those 
who objected to it should have their day in court. His opinion 
was that the transportation legislative situation would be dealt 
with on the basis of specific bills rather than an omnibus measure 
dealing with the many phases of the problem. 

The Commission’s recommendation that Congress provide 
for an impartial and authoritative investigation for the purpose 
of determining whether and to what extent motor, water and air 
carriers operating in competition with the railroads are receiving 
subsidies and take remedial action, if deemed necessary, to place 
competition on a just and equitable basis, will be taken up with 
the committee soon, according to Mr. Rayburn. His view was 
that such an investigation, if undertaken, would be made by a 
congressional committee. 

Motor vehicle legislation, in his opinion, now should include 
both busses and trucks. He said the situation with respect to 
the trucks was of much greater importance now because of the 
development of that method of transportation. As to the pros- 
pects for enactment of motor vehicle legislation, he said that in 
view of the fact that the House had passed a bus regulation bill 
at the last session but that the Senate had not acted on it, he 
thought the probability was that before the House acted again 
in that respect, it would wish to ascertain that there would be 
some chance of action in the Senate. He also said it was prob- 
able that the Commission’s forthcoming report in No. 23400, 
coordination of motor transportation, would be awaited before 
action looking to enactment of motor vehicle legislation was 
taken. His view was, however, that the Seventy-second Congress 
at some time probably would enact motor vehicle regulatory 
legislation. 

His first objective, said the chairman, would be passage 
of the House resolution he had introduced calling for an in- 
vestigation of the holding company situation with respect to 
public utilities. Following that, he said he hoped to obtain early 
action on his bill (H. R. 5324) further to regulate the acquisi- 
tion of control of carriers by railroad, giving effect to the 
Commission’s recommendation with respect to holding company 
control of railroads. He said hearings on the bill would be 
held. He expects substantial opposition to that measure, but 
believes Congress has the power to enact it. 

As to general railroad consolidation legislation, Mr. Rayburn 
said he did not see the necessity for that at this time. He 
expressed the view that Congress had no right to compel con- 
solidations, though he said there were those who took the 
opposite view as to that. Asked about the eastern consolidation 
plan, he said he saw no reason why Congress should interfere 
with that matter, as it represented a detail with which Congress 
had authorized the Commission to deal and he saw no more 
reason for interfering with the Commission in that respect, so 
long as it did not violate the law, than for Congress interfering 
in the matter of regulation of rates. His view was that Con- 
gress was in no position to consolidate railroads any more than 
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it was in a position to regulate rates and that these matters 
had been delegated to the Commission for handling. He said 
the administrative functions of the Commission should not be 
interfered with. He said he was opposed to legislation that 
would hold up consolidation of railroads, indicating his position 
to be that Congress had passed a law on that subject for ad- 
ministration by the Commission. 

As to the financial condition of the railroads at the present 
time, he said he could not see that increasing rates would im- 
prove the condition of the railroads, as the trouble was that 
the railroads had transportation to sell, while the people did 
not have money to buy it. 

As to regulation of competing agencies of the railroads, he 
said his position was that he did not think there should be 
legislation that would put the competing agencies out of busi- 
ness, but that he thought that the competitive agencies should 
be reasonably regulated just as the agencies with which they 
were competing should be reasonably regulated. He did not 
favor repeal of any of the existing law providing for regulation 
of the railroads, but said the competitive agencies should be 
subjected to reasonable regulation. 


CONGRESS COMMITTEES ORGANIZED 


The Traffic World Washington Bureau 


The Senate has approved the make-up of its standing com- 
mittees for the Seventy-second Congress. The membership of 
the interstate commerce committee, consisting of ten Repub- 
licans and nine Democrats, follows: 


James Couzens, of Michigan (chairman); James E. Watson, of 
Indiana; Simeon D. Fess, of Ohio; Robert B. Howell, of Nebraska; 
Jesse H. Metcalf, of Rhode Island; Otis Glenn, of Illinois; Smith W. 
Brookhart, of Iowa; Hamilton F. Kean, of New Jersey; Daniel O. 
Hastings, of Delaware; H. D. Hatfield, of West Virginia; Ellison D. 
Smith, of South Carolina; Key Pittman, of Nevada; C. C. Dill, of 
Washington; Burton K. Wheeler, of Montana; Harry B. Hawes, of 
Missouri; Robert F. Wagner, of New York; Millard E. Tydings, of 
Maryland; Alben W. Barkley, of Kentucky; and M. M. Neely, of 
West Virginia. 


The new members of the committee are Senator H. D. Hat- 
field, of West Virginia, Republican, and Senator H. M. Neely, 
of West Virginia, Democrat. The vacancies were created by 
the retirement from the Senate of Guy D. Goff, of West Vir- 
ginia, and W. B. Pine, of Oklahoma, Republicans. In the Sev- 
enty-first Congress the committee was made up of eleven 
Republicans and eight Democratis. 

The membership of the committee on commerce, which, 
among other things, deals with ocean shipping and waterway 
legislation, consisting of eleven Republicans and ten Democrats, 
follows: 


Hiram W. Johnson, of California (chairman); Wesley L. Jones, 
of Washington; Charles L. McNary, of Oregon; Porter H. Dale, of Ver- 
mont; Gerald P. Nye, of North Dakota; Arthur H. Vandenberg, of 
Michigan; Roscoe C. Patterson, of Missouri; Robert B. Howell, of 
Nebraska; George H. Moses, of New Hampshire; Hiram Bingham, of 
Connecticut; Wallace H. White, Jr., of Maine; Duncan U. Fletcher, 
of Florida; Morris Sheppard, of Texas; Hubert D. Stephens, of Mis- 
sissippi; William J. Harris, of Georgia; Royal S. Copeland, of New 
York; Harry B. Hawes, of Missouri; Edwin S. Broussard, of Louisi- 
ana; Josiah William Bailey, of North Carolina; Robert J. Bulkley, 
of Ohio; and Marcus A. Coolidge, of Massachusetts. 


The House of Representatives has elected the members of 
its standing committees for the Seventy-second Congress. The 
House committee on interstate and foreign commerce, due to 
the fact that the Democrats now control the House, has been 
reorganized to give the Democrats a majority of the members 
of the committee. The committee has twenty-three members, 
of which thirteen are Democrats and ten Republicans. 

The Democratic members of the committee follow: Sam 
Rayburn, Texas, chairman; George Huddleston, Alabama; Clar- 
ence F. Lea, California; Robert Crosser, Ohio; Parker Corning, 
New York; Jacob L. Milligan, Missouri; James T. Igoe, Illinois; 
Alfred L. Bulwinkle, North Carolina; Ashton C. Shallenberger, 
Nebraska; Augustine Lonergan, Connecticut; Virgil Chapman, 
Kentucky; Paul H. Maloney, Louisiana, and Courtland C. Gillen, 
Indiana. 

The Republican members of the committee follow: James 
S. Parker, New York; John G. Cooper, Ohio; Carl E. Mapes, 
Michigan; Homer Hoch, Kansas; Adam M. Wyant, Pennsyl- 
vania; Olger B. Burtness, North Dakota; John E. Nelson, Maine; 
Thomas J. B. Robinson, Iowa; Milton C. Garber, Oklahoma, and 
James M. Beck, Pennsylvania. These representatives served 
as members of the committee during the last Congress. 

The Democratic members who did not serve on the com- 
mittee during the last Congress are Representatives Igoe, Bul- 
winkle, Shallenberger, Lonergan, Chapman, Maloney and Gillen. 
Mr. Shallenberger served as a member of the committee when 
he was a member of Congress several years ago. 

The committee on merchant marine and fisheries has been 
organized with Representative Edwin L. Davis, Democrat, of 
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Tennessee, as chairman. The other Democratic members of 
the committee follow: Schuyler Otis Bland, Virginia; Clay 
Stone Briggs, Texas; George W. Lindsay, New York; Oscar L. 
Auf der Heide, New Jersey; Bolivar E. Kemp, Louisiana; Wil- 
liam M. Whittington, Mississippi; William I. Sirovich, New 
York; Robert Ramspeck, Georgia; Fletcher B. Swank, Okla- 
homa; Arthur P. Lamneck, Ohio; Robert D. Johnson, Missouri. 

The Republican members of the committee follow: Fred- 
erick R. Lehlbach, New Jersey; Arthur M. Free, California; 
Frank R. Reid, Illinois; Charles L. Gifford, Massachusetts; 
Frederick W. Magrady, Pennsylvania; Frank L. Bowman, West 
Virginia; Robert H. Clancy, Michigan; Charles A. Kading, Wis- 
consin; James Wolfenden, Pennsylvania; Victor S. K. Houston, 
Hawaii; James Wickersham, Alaska. 


TRANSPORTATION BILLS 


In explanation of his bill H. R. 5324, further to regulate the 
acquisition of control of carriers by railroad, Representative 
Rayburn said he had drawn the bill to cover the recommenda- 
tions and requests of the Commission with respect to holding 
company control of railroads. (See Traffic World, Dec. 12, Com- 
mission’s annual report.) He said the bill, which includes pro- 
visions in a bill introduced at the last session by Representative 
Parker, provided that the Commission should have authority to 
say whether or not two or more railroads should be grouped 
together by holding company or in any other manner. He said 
the bill, if it became law, would enable the Commission to look 
into those consolidations or unifications that had been set up 
since 1920 without the Commission’s approval, and to force a 
holding company to divest itself of stock in cases in which 
unifications had been effected without approval of the Com- 
mission. He said the bill also was designed to bring the 
accounts and the securities of the holding companies in so far 
as was necessary to protect the operating railroads under the 
same supervision of the Commission as the Commission now 
had over the accounts of and issue of securities by operating 
railroad companies. He pointed out that his bill went further 
than the Parker bill, which related to future acquisitions, by 
authorizing the Commission to deal with past acquisitions, such 
as were disclosed in the holding company report of the House 
committee on interstate and foreign commerce at the last ses- 
sion of Congress. 

Senator Walcott, of Connecticut, and Representative Strong, 
of Kansas, have introduced identical bills, S. 1, and H. R. 5060, 
to provide for creation of the “Reconstruction Finance Corpora- 
tion,” in accord with the recommendation on that subject made 
to Congress by President Hoover. This corporation would have 
authority to make, on the giving of security regarded as adequate 
by the corporation, “loans to or aid in the temporary financing 
of steam railroads engaged in interstate commerce, when in the 
opinion of the board of directors of the corporation such rail- 
roads are unable to obtain funds upon reasonable terms through 
banking channels or from the general public and the corporation 
will be adequately secured.” The corporation would have capital 
stock of $500,000,000, to be subscribed for by the United States. 
The corporation would have authority also to make loans to 
banks, bankers, savings banks, trust companies, clearing houses, 
building and loan associations, insurance companies or other 
financial institutions. 

Representative McClintic, of Oklahoma, has introduced H. 
R. 221, a bill providing that the legislature of each state shall 
have the right to regulate the size, speed and license fee of all 
intrastate and interstate busses or trucks engaged in public 
business with its citizens. 

Representative Crosser, of Ohio, has intrdduced H. R. 4546, 
a bill requiring railroads to keep in proper condition signal 
apparatus and providing for federal inspection of such apparatus. 

Representative Huddleston, of Alabama, has introduced H. 
R. 4582, a bill to provide for issuance of $3,000,000,000 of bonds, 
notes and certificates of indebtedness of the United States for 
financing construction and reconstruction of highways. 

Representative Douglas, of Arizona, has introduced H. R. 
5071, a bill to forbid departures from fhe long-and-short-haul 
provision of section 4 of the interstate commerce act on account 
of water competition through the Panama Canal. 

Representative Igoe, of Illinois, has introduced H. R. 4584, 
a bill to forbid collection by the railroads of the so-called 
Pullman surcharge. 


Representative Carter, of California, has introduced H. R. 
4532, a bill to amend subsection (d) of section 11 of the mer- 
chant marine act of 1920, as amended by section 301 of the 
merchant marine act of 1928, relating to interest on ship 
construction loans and providing that for construction loans 
made for the purpose of building ships on the Pacific coast 
the rate of interest may be not less than 3 per cent per annum. 

Representative Garber, of Oklahoma, has introduced H. R. 
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5094, a bill to amend sections 17 and 19 of the interstate com- 
merce act, providing for division of the members of the Com- 
mission into as many divisions (each to consist of one or more 
members, as the Commission may direct) as the Commission 
may deem necessary, and for the holding of sessions by divisions 
of one or more commissioners at least once in each year in 
each of not less than four prominent cities in each rate group, 
as such groups were constituted on January 1, 1929. Such ses- 
sions shall -be held, the bill provides, as far as practicable, at 
such times and places as will, in the judgment of the Commis- 
sion, best serve the public interest and relieve parties of ex- 
pense and inconvenience, but “not less than five commissioners 
shall be at the city of Washington at all times.” It is further 
provided that the Commission shall rent suitable quarters in 
such cities in which to hold its sessions. 

Representative Dyer, of Missouri, has introduced H. R. 
4676, bill authorizing and directing the Secretary of Commerce 
to establish a travel division to study, encourage, promote and 
develop travel of foreigners and of citizens of the United States 
in the United States and its possessions, in cooperation with 
existing transportation and travel agencies. 

Senator McKellar, of Tennessee, and Representative Buck- 
bee, of Illinois, have introduced bills, S. 621 and H. R. 4525, to 
repeal that part of section 7 of the postal act approved May 29, 
1928 providing for consent of the Commission to revision of 
parcel post rates and regulations by the Postmaster General. 

Representative Knutson, of Minnesota, has introduced House 
joint resolution 58 directing the Commission to make an inquiry 
and to submit a report to Congress as to whether coastwise 
traffic should be subject to regulation by the Commission. 

Representative Mansfield, of Texas, has introduced H. R. 
4698, authorizing issue of not more than $500,000,000 of bonds 
by the government for early completion or river and harbor 
projects. 

Representative Hastings, of Oklahoma, has introduced 4565, 
a bill providing for an appropriation of $20,000,000 for a 6-foot 
channel in the Arkansas River from Tulsa, Okla., to the Mis- 
sissippi River. 

Senator McKellar, of 'Tennessee, offered resolutions calling 
for congressional investigations of the Shipping Board, par- 
ticularly with reference tc sales of ships, and of air mail and 
ocean mail contracts. 

Senator Capper, of Kansas, introduced S. 98, to repeal sec- 
tion 15a of the interstate commerce act. 

Senator Shipstead, of Minnesota, introduced S. 175, to pro- 
vide for early completion of river and harbor projects and for 
the issuance of bonds therefor. 

Senator Trammell, of Florida, introduced S. 264, providing 
for regional appointments to the Commission. 

Senator Hawes, of Missouri, introduced S. 307, providing 
for seven regional commissions to cooperate with the Commis- 
s10n. 

Senator White, of Maine, introduced S. 482, providing for 
enactment into law of the revised Hague Rules governing the 
carriage of goods by sea. 

Senator McKellar, of Tennessee, introduced S. 644, providing 
for construction of a Nicaraguan canal. 

Senator Smoot, of Utah, introduced S. 702, to permit com- 
mon carriers to give free carriage or reduced rates to state 
commissions exercising jurisdiction over ‘common carriers. 

Representative Hoch, of Kansas, introduced H. R. 5104, to 
provide for system of measurement of vessels using Panama 
Canal recommended by canal management. 

Senator Howell, of Nebraska, has introduced S. 205, a bill 
to amend the interstate commerce act, a reintroduction of 
S. 4005 of the last session, which provides for radical revision 
of the rate-making and valuation provisoins of existing law. 


Representative Bacon, of New York, has introduced H. R. 
5596, a bill to provide for the regulation of common carriers by 
motor vehicles in the same manner as common carriers by 
railroad. 

Representative Disney, of Oklahoma, has introduced H. R. 
172, a bill to amend paragraph 8 of section 1 of the interstate 
commerce act, so as to apply the commodities clause to any 
common carrier instead of just to railroad common carriers. 

Senator Norris, of Nebraska, has introduced S. 946, a bill 
authorizing the issue of $3,000,000,000 of government securities 
to provide for the construction and reconstruction of highways, 
and for increases in income taxes to provide revenue for the 
retiremeint of such bonds. 

Senator McKellar, of Tennessee, has introduced S. 628, a 
bill forbidding the Postmaster-General to enter into ocean mail 
contracts with persons or companies operating or controlling 
the operation of foreign-flag ships in competition with any Ameri- 
can-flag ships. 

Senator McNary, of Oregon, has introduced S. 720, author- 
izing the Secretary of War to extend the services and operations 
of the Inland Waterways Ccrporation to any inland waterways 
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or Water routes where, in the opinion of the Secretary of War, 
such extension would be of national benefit. 

Representative Welch, of California, has introduced H. R. 
4726, a bill to provide for the establishment, operation and 
maintenance of foreign-trade zones in ports of the United States. 

Senator Smoot, of Utah, has introduced S. 701, a bill to 
provide for the compromise and settlement of claims held by 
the United States arising under the provisions of section 210 
of the transportation act. This legislation has been recom- 
mended by the Secretary of the Treasury, who wishes authority 
to compromise, if necessary, any indebtedness to the govern- 
ment as the result of loans made to carriers under section 210. 

Senator Smoot also has introduced S. 699, a bill to amend 
the merchant marine act of 1928, by adding to Title IV thereof, 
a section providing that it shall be a condition to any contract 
for the carrying of ocean mails hereafter awarded under the 
provisions of this title that no vessel employed thereunder in 
ocean mail service shall, during the term of such contract, be 
operated in the coastwise trade. 

Senator Robinson, of Arkansas, has introduced S. 1236, a 
bill forbidding collection of the so-called Pullman surcharge. 

By request, Senator Jones, of Washington, has introduced 
S. 586, a bill amending the interstate commerce act by adding 
a new section thereto to provide for aiding and facilitating the 
financing and construction of railroads in states having unap- 
propriated public lands, forest preserves, national parks, and 
Indian reservations. 

Representative Kelly, of Pennsylvania, has introduced H. R. 
4600, a bill to grant authority to the Postmaster-General to 
enter into contracts for the transportation of mails by airships 
to foreign and insular and territorial possessions of the United 
States. 

Senator McNary, of Oregon, has introduced §S. 717, a bill 
to provide for the establishment and development of American 
air-transport services overseas. 

Senator Smoot, of Utah, has introduced S. 700, a bill to 
amend paragraph (3) and repeal paragraph (4) of section 15 
of the interstate commerce act. This is a reintroduction of 
S. 4849, the text of which was published in The Traffic World 
of December 6, 1930, p. 1416. 

Senator Jones, of Washington, has introduced S. 1676, a 
bill to provide for establishment of foreign trade zones in ports 
of entry of the United States. 

Senator McKeller, of Tennessee, has offered Senate reso- 
luction 85 calling on the Postmaster-General for information 
relating to ocean mail contracts. 

Representative Schafer, of Wisconsin, has introduced H. R. 
6047, to provide for establishment of an 8-hour day for yard- 
masters of carriers. 


HOOVER ELABORATES 

President Hoover, at a conference with representatives of 
the press late December 11, said that, in his recommendations 
to Congress and in the organizations created in the last few 
months, “there is a definite program for turning the tide of 
deflation and starting the country upon the road to recovery.” 

He said, so that the country might get this program thor- 
oughly in mind, he reviewed its major parts. Part eight, in 
relation to the railroads, was stated as follows by the President: 
“Assistance to all railroads by protection from unregulated 
competition, and to the weaker ones by the formation of a 
credit pool, as authorized by the Interstate Commerce Com- 
mission, and by other measures, thus affording security to the 
bonds held by our insurance companies, our saving banks, and 
other benevolent trusts, thereby protecting the interest of every 
family and promoting the recuperation of the railways.” 


LOANS TO CARRIERS 


Of a total of $350,600,667 of loans to carriers under section 
210 of the transportation act, enacted by Congress to assist 
carriers in the so-called transition period after the end of 
federal control, $316,602,081.73 has been paid to the government, 
leaving net outstanding indebtedness of $33,998,585.27, accord- 
ing to an appendix to the annual report of the Commission. 
Indebtedness of carriers, as of October 31, 1931, to the govern- 
ment, under section 210, was as follows: 

Alabama, Tennessee & Northern, $151,500; Aransas Harbor 
Terminal, $44,304.67; Charles City Western, $140,000; Chicago 
& Western Indiana, $6,169,000; Des Moines & Central Iowa, 
$633,500; Fernwood, Columbia & Gulf, $18,000; Fort Dodge, Des 
Moines & Southern, $200,000;; Gainesville & Northwestern, 
$75,000; Georgia & Florida, $792,000; Green County, $6,000; 
Minneapolis & St. Louis, $1,612,252.12; Missouri & North 
Arkansas, $3,500,000; Salt Lake & Utah, $872,600; Seaboard Air 
Line, $15,699,887.84; Shearwood, $7,525.23; Toledo, St. Louis & 
Western, $232,000; Virginia Blue Ridge, $106,000; Virginia 
Southern, $38,000; Waterloo, Cedar Falls & Northern, $1,260,- 
000; Wheeling & Lake Erie, $1,969,265.41; Wichita North- 
western, $381,750; Wilmington, Brunswick & Southern, $90,000. 
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Though Regarded as Inevitable by Many Students of Transportation, a Beginning in Coordination 
of Rail and Highway Transportation Has Scarcely Been Made—7,000 Trucks and 
4,000 Busses Used by Railroads—Rapid Increase in Rail Ownership of 
Highway Equipment Since 1925—First Efforts at Coordination 
in 1923 with 1931 as One of Unusual Developments 


rail and highway services and the transformation that 


T is still too early to write a history of the coordination of 
I transportation practices underwent in the second and third 


decades of the twentieth century, 
because the transformation has 
hardly more than begun; in fact, it 
is hardly well under way; perhaps 
an even better reason is that the 
facts are not all in as to the early 
development of coordination and, 
at this range, their significance is 
obscured. 

Some one has said that every 
form of human activity, when 
brought to practical perfection, 
prepares the way for a succeeding 
form. There is no reason to sup- 
pose that rail transportation, as it 
has developed over the last hun- 
dred years, is any exception to that 
rule. Even so, that preparation is 
not usually accomplished without 
difficulty. 

Problems arising out of the re- 
markable growth of highway trans- 
portation are many and _ varied. 
Shippers who do not wish to fall 
behind in the competitive struggle 
must revise their habits and prac- 
tices; the older transportation 
agencies (primarily the railroads) 
must find new and better ways of 
doing not so much an old job as, in 
reality, a new one, and the high- 
way operators themselves must find 
their place with the assistance or 
opposition of natural economic 
laws that are without respect for 
persons. 
rail and highway. 
that it is a whole problem. 


There appears to be agreement among representatives of 


the railroads, the highway 
transport agencies, the regu- 
latory bodies, and shippers 
that rail and highway should 
be joined in wedlock, with 
some emphasis on the desire 
to make the union binding 
through apporval of the state 
appropriately expressed in 
legislative action. In _ fact, 
legal obstacles have repeat- 
edly been given by railroad 
representatives as a reason 
for the failure of the two to 
set up housekeeping long ago. 
The motor truck operator, on 
the other hand, seems in- 
clined to blame—at least, in a 
mild way—the unwillingness 
of an elderly bridegroom to 
give up an old freedom and, 
at the same time, indicates 
that the lady has gone mod- 
ern and is not quite content 
with the orthodox phrase- 
ology of “love, honor, and 
obey.” Railroad management 


insists that parental control 
has been lax and that the 





One phase of the situation is that of coordination of 
It is sufficiently complex in itself to suggest 
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Chart prepared by National Automobile Chamber of Com- 
merce showing rapid increase in rail use of highway 
equipment since 1925. 


lady is untrustworthy, and, without the discipline of regula- 
tion, there is little hope for union. 
representatives of highway transportation are inclined to object 


Not too even-temperedly, 


that the groom wants to dictate 
the terms of the union, and is more 
than disposed to give great weight 
to his established habits and per- 
sonal comfort. 


Task Scarcely Begun 


Though coordination of rail 
and highway services has been 
spoken of as something desirable, 
and even inevitable, for some 
years, little has actually been done 
to bring them into harmonious 
working relationship, so far as the 
complete picture is concerned. The 
two, as organized agencies of trans- 
port, are still largely competitive. 
The so-called benefits of the one as 
against those offered by the other 
are only available piecemeal. A 
shipper may use one or the other, 
but with only trifling exceptions 
can he use the two together. 

“Within a comparatively few 
months the importance of this 
form of competition (busses and 
trucks) has been visualized by rail- 
road managements and necessary 
steps taken to meet it,” said a re- 
port presented at the annual meet- 
ing of the American Association of 
Railway Superintendents, in June, 
1926. That is interesting because, 
in spite of that and similar state- 
ments even earlier, the rail high- 


way problem is more acute today than it has ever been. So 
far as the shipper’s view is concerned, the statement of the 


general traffic manager of Montgomery Ward and Company, 








Railroads believe loaded truck trailers can perform their line-haul 
function more effectively when securely fastened to a rail flat car 


than when rolling along concrete highways. 


reported in these columns a few months ago, that, in the mat- 


ter of coordination, the sur- 
face has not even been 
scratched, is still good. 
Though, in general, that 
approximates the situation in 
the minds of most of those 
concerned, carrier or other- 
wise, there is some reason 
for believing that the future 
historian will regard 1931 as 
a kind of marker year—a 
year in which a rapid change 
in the physical picture began. 
A survey of what has hap- 
pened along this line in the 
last twelve months suggests 
that real progress has been 
made. While, for the most 
part, that progress has been 
principally an intensification 
of efforts already under way, 
there are, in addition, one or 
two items of an entirely new 
kind. 





1931 as a Mile-post 


Psychologists say that, in 
the process of learning, the 
brain cells throw out neurons 
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joining the separated cells to establish new channels for the 
transfer of nervous impulses. The joint between two of these 
extensions of the individual cells is called a synapse. When 
the synapse has been formed there is a sudden accession in the 
learning process. The fourteen-months-old boy finds one morn- 
ing that, surprisingly, his feet stay under him. Something of 
the same kind of process appears to be involved in the social 
and economic life. Men talk about coordination for a long 
time with little, if anything, resulting from it, and then things 
begin to happen. The synapse has closed; a necessary concep- 
tion of technique has crystallized. 

Highway transportation is still so 
new—even if that newness has be- 
come quite familiar—that it is close 
to impossible to obtain trustworthy 
facts about any of its aspects. Even 
the facts available are frequently of 
such nature that it is not clear what 
they mean. One can accumulate de- 
tail, but, after that is done, there is 
the question of what to do with it— 
as to whether it is representative or 
adequate. 


Increase in Rail Ownership of 


Equipment 


One of the indices frequently used 
to show the extent to which rail and 
highway coordination has progressed 
is that of the rail ownership of busses 
and trucks. Various estimates as to 
that have appeared, but there is con- 
siderable doubt that they represent 
anything of substantial significance 
beyond that all estimates covering a 
period of years show that there has 
been a rapid increase since about 1925. 
Almost uniformly, where railroads have either replaced or sup- 
plemented existing rail service with highway equipment, they 
have done so through subsidiary organizations that may or may 
not own the equipment involved, and, in the majority of in- 
stances, the railroad interest is represented by no more than 
a contract for the service, or the railroad has purchased a par- 
tial interest in the highway company. Under these circum- 
stances, just what would and would not qualify as “ownership” 
might be difficult to decide. 

The best estimate available seems to be that published by 
the National Automobile Chamber of Commerce in its “Facts 
and Figures” for 1930. It shows that 81 railroads were op- 
erating approximately 4,000 busses over 50,000 miles of bus 
routes, and that 60 railroads were operating 7,000 trucks, ex- 
clusive of the nearly 10,000 trucks owned by the Railway Ex- 
press Agency. Though not 
large figures, in view of the 
fact that motor vehicles are [ 
numbered in millions, the 
chart published indicates a 
rapid increase in rail use or 
ownership. In 1925, only 15 
railroads are shown as own- 
ing trucks, numbering 900. 
The graphic line indicating 
bus ownership shows an 
equally rapid rise. 


The New Haven is the 








Beginning of Coordination 
in 1923 


as the facts at 
hand indicate, 1923 marked 
the beginning of rail and 
highway coordination in any 
real sense. In that year the 
Pennsylvania (and _ possibly 
other important lines) began 
the substitution of trucks for 
local peddler trains in station- 
to-station service. The trucks 
were operated by trucking; companies, under uniform contracts 
with the railroad. Operations of a similar character are now 
in force on many lines. The Pennsylvania itself has made the 
substitution on forty-nine separate routes, covering a total of 
1,770 route miles, at an approximate annual saving to the rail- 
road of $1,335,000, the figure being arrived at by subtracting 
the cost of the motor vehicle service from the cost of the train 
service replaced. 

Railroad operation of busses in lieu of local rail service, 
or purchase by the railroad of an interest in paralleling bus 
lines, generally speaking, came after the early experiments in 
the substitution of highway equipment for rail equipment in 


So far 
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vehicles in New England. 3 
this type is operated over nearly as many route miles 
as it operates on the rails. 





A busy freight station of the St. Louis-Southwestern where rails and 
highway come together. 
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freight service. It is probable, however, that the financial in- 
terest of railroads in bus service at present far exceeds that in 
truck operations. The growing acuteness of the problem of 
rail passenger revenues may have had something to do with 
that. 


Developments of a Year 


But to get back to 1931 and the reasons for believing it 
may take on a special significance to the future historian of 
rail and highway coordination, a somewhat miscellaneous list 
of what has been done in the year to 
give either shippers or railroads the 
benefit of use of highway equipment, 
in a coordinated sense, as commonly 
accepted, may not be out of place. 

Perhaps most conspicuous in the 
list should be the establishment, Oc- 
tober 1, of a free pickup and delivery 
service by the more than 100 railroads 
in the southwest. While, before this, 
a number of the southwestern lines 
were among the most active in the 
development and utilization of high- 
way services, this was the first time 
in the history of American railroads 
that store-door pickup and delivery, 
a “complete” transportation service, 
was made uniformly available over a 
wide territory. Store-door pickup and 
delivery was also established, in one 
way or another, by lines in other sec- 
tions of the country. The Illinois 
Central, the Chicago and North West- 
ern, the Milwaukee, the Great West- 
ern, and other lines made it available 
to shippers to a limited extent. In all 
these cases, however, the pickup and 
delivery service was provided at a charge in addition to the 
line-haul rate, at the option of the shipper. In the Pacific north- 
west, five railroads put in store-door delivery, either through the 
establishment of trucking subsidiaries or contracting with local 
cartage companies for the service, at Portland and other points. 
The Union Pacific began an unusual service through a trucking 
subsidiary that included a single responsibility from the door 
of the shipper to the door of the consignee covering the state of 
Nebraska. In all, even excepting the general establishment of 
the service in the southwest, more of that particular transpor- 
tation commodity covered by the term “store-door’” delivery was 
made available in the year, through the extension of old services 
and the inauguration of new ones, than in any previous twelve- 
months period. It begins to look like general acceptance, in 
principal, at least, by the carriers of responsibility for the 

entire transportation job. 
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Container Service, Etc. 


Another event of, per- 
haps, less importance, so far 
as the daily life of a large 
number of shippers goes, was 
a major extension of con- 
tainer service to principal 
points throughout Official 
Territory. The container car 
is generally referred to as 
representing an attempt to 
coordinate rail and highway 
services and, in effect, is that, 
since the fundamental con- 
ception is that of a door-to- 
door service. Certainly, it 
represents as decided a break 
with rail practices of the past 
and is as directly related to 
the highway problem as any 
of the other changes contem- 
plated under that head. Ef- 
fective with the new basis of 
rates prescribed by the Commission in its general container 
investigation, the New York Central and Pennsylvania extended 
the service to points as far west as Chicago and St. Louis, and 
south to the Ohio River. It had previously been confined to a 
limited number of points east of Cleveland. At the same time, 
the service was begun by a number of other lines. 

Establishment by the Baltimore and Ohio, the Central of 
New Jersey, the Pennsylvania, the D. L. & W., the Richmond, 
Fredericksburg, and Potomac, and the Reading, effective No- 
vember 5, of rates on “truck bodies” between a number of 
eastern cities, providing for shipment of equipment of that 
character, owned by motor transport lines or shippers, was an 
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innovation that some students of the subject of rail and high- 
way coordination regard as of considerable importance. The 
rates are made in terms of the size of the truck bodies and 
were announced for an experimental period of a year. The 
theory of the railroads is that line-haul service can be per- 
formed at less cost on rails than on the highways and that the 
railroad and operator of the motor transport vehicle will both 
make money by turning that part of the highway service over 
to the rails. From the viewpoint of the motor transport op- 
erator, it is simply the best way of getting the loaded truck 
body from one point to another. 

Other developments of the year include trucks for rail 
“trap cars” by a number of Chicago roads, and possibly else- 
where; an experiment of the Southern Pacific by which it has 
converted a passenger train operating between Portland and 
points in southern Oregon into a mixed train and is handling 
merchandise freight in baggage cars, giving first morning de- 
livery to the principal communities served, and many substi- 
tutions of trucks and busses for rail equipment in performing 
a wide variety of local services that represent simply further 
applications of policies consistently followed for a number of 
years. 

A “New Kind of Transportation” 


Because of their importance, mention of the beginning of 
“an entirely new kind of freight service’ by the St. Louis and 
Southwestern and the New Haven has been left to the last in 
this enumeration. They will be described in some detail in a 
succeeding article, along with other matters essential to com- 
plete this “survey.” The “Blue Streak,’ placed in service by 
the St. Louis Southwestern, is described by J. R. Turney, vice- 
president in charge of traffic, “as the only train we know of 
based on coordination of train and truck and on nothing else.” 





RAILROAD MOTOR SERVICE 


Under authority from the Montana Railroad Commission, 
the Northern Pacific, about January 1, will start a bus and 
truck highway service between Miles City and Billings, Mont., 
a distance of 146 miles, according to H. E. Stevens, vice-presi- 
dent in charge of operation. The highway vehicles, on a 
station-to-station basis, will handle passengers, express, mail 
and less-than-carlot freight. They will be operated by the 
Northern Pacific Transport Company, a subsidiary wholly owned 
by the railway company. There will be daily service each 
way. Under the plan, as approved by the state commission, the 
railway company will discontinue the operation of two rail- 
motor trains, one each way, between Glendive and Billings, and 
substitute therefor the highway motor service. This will mark 
the first highway service offered by this railway company as 
operated by the railway. In the Puget Sound area in the Pa- 
cific northwest, highway truck service is operated in connection 
with the Northern Pacific, but is handeld on a contract basis. 








MISSOURI MOTOR LAW TEST 


Suit to test the constitutionality of the Missouri law for 
regulating motor truck and bus vehicles was instituted Thurs- 
day in the United States District Court in Jefferson City, in the 
name of Schwartzman Service, Inc., by its attorneys, James R. 
Claiborne and Burr’ S. Goodman, both of St. Louis, but will be 
carried on in behalf of 100 truck and bus owners. 

The petition asks for an injunction to prevent enforcement 
of the law and seeks to have the statute declared unconstitu- 
tional. Federal Judge Albert L. Reeves signified that a hearing 
would be conducted next month by a three-judge court, probably 
in Kansas City. Counsel for the Missouri State Public Service 
Commission and the Attorney General gave assurances that 
no arrests for violation of the law would be made until in- 
structions were received from the court. 

Seventeen reasons are listed showing why, from the peti- 
tioner’s viewpoint, the law is unconstitutional and discrim- 
inatory. The principal reasons cited are: Class legislation; 
deprivation of property without due process of law by forcing 
it to become a common carrier, by denying its right to free con- 
tract, and other means; so affects the business, both interstate 
and intrastate, of the company as to impair its income and 
cause it to operate at a loss; seeks to levy an unreasonable 
and arbitrary tax in denial of equal protection in law, and seeks 
to enforce a “vague and uncertain” penalty statute. 

The suit is directed against the Missouri State Public 
Service Commission and each of its members and the Attorney 
General. 

The law was enacted by the last legislature Besides re- 
enacting most provisions of the former law, it placed motor 
vehicles in freight and passenger business under the jurisdiction 
of the state commission. It became effective Sept. 14, as to 
concerns in business after Dec. 1, 1930, and ninety days later 
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-as to companies in business prior to Dec. 1, 1930. The petitioner 
is in the latter group. 
Trucking concerns were classified as common carriers and 


contract haulers. The petitioner is a contract hauler. The 
bill gave the state commission control over rates, service, 
accounts, charges and operation. Besides the regular license fee, 
a graded annual license ranging from $25 to $500 was assessed 
on freight haulers, with a few exceptions, and $10 per seat per 
year on passenger buses. Trucks of 1.5 tons were exempted. 
Busses carrying five or fewer persons, school busses and taxi- 
cabs were excluded. 

Attorney Claiborne stated that if the application for a 
temporary injunction is not granted by the United States Dis- 
trict Court, he will go immediately to the United States Supreme 
Court. 


MEETING OF TRUCKMEN 


A mass meeting of the truckmen of Massachusetts has been 
called for December 21 a tthe Chamber of Commerce, Boston, 
by the Master Truckmen’s Association. Dinner will be served 
and there will be a number of speakers. “Prosperity is just 
around the corner; so is the end of the trucking industry unless 
we get united action,” says the announcement. 


IMPROVEMENT OF HIGHWAYS 


Representative Holaday, of Illinois, has introduced a bill 
providing for the construction of 57,000 miles of transconti- 
nental and trunk-line post roads, and for issuance of five billion 
dollars of government bonds to pay for it. The bill provides 
for payment of the bonds in twenty-five years by imposition 
of a tax on motor vehicles and motor fuel. Mr. Holaday said 
passage of the bill would put five million men to work for five 
years. 

Representative Carter, of California, has introduced House 
joint resolution 124 to create the Transcontinental Highway 
Commission, to be composed of the Secretary of Agriculture, 
the Secretary of War, the Secretary of Commerce, the Secretary 
of the Treasury and the Postmaster-General, and to conduct 
an investigation and study for the purpose of determining the 
most desirable routes over which to establish three hard-sur- 
faced transcontinental highways across the United States. 

Senator Frazier, of North Dakota, has offered a joint res- 
olution (S. J. Res. 54) creating a commission to study proposals 
for a national system of express highways. 


STORE-DOOR CONTAINER 




















Pennsyivania at Harris- 


New container transfer station of the 
burg, Pa. 


Steady growth of station-to-station container car business 
on the Pennsylvania and the increasing popularity of the so- 
called “store-door container,” with the resulting coordination of 
rail and truck service, has made necessary the construction at 
Harrisburg, Pa., an important transfer point, of a new container 
transfer station with track space for the handling of 75 con- 
tainer cars at one time. 

Here solid container cars are made up for northern and 
western destinations from containers received from freight sta- 
tions in Philadelphia, Camden, N. J., and Baltimore, Md. The 
Harrisburg container transfer dispatches solid cars to Buffalo, 
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Erie, Altoona, Johnston, Pittsburgh, Cleveland, Toledo, Detroit, 
Cincinnati, Dayton, Columbus, Ft. Wayne, Chicago, Indian- 
apolis, and St. Louis. It also performs, in like manner, trans- 
fer operations for eastbound containers destined to stations in 
Philadelphia, Camden, and Baltimore. 

Containers are loaded without reference to destination and 
forwarded to Harrisburg, where they are classified and reloaded 
on cars for their respective destinations. Transfer operations 
are effected at the rate of one container each minute and a half 
and the freight, housed in steel compartments, reaches its des- 
tination in from 24 to 72 hours quicker than was possible un- 
der the former arrangements of handling this freight in box 
cars, it is stated. The containers weigh approximately 3,000 
pounds and have a load capacity of 12,000 pounds. Until re- 
cently loads in the individual containers were limited to 10,000. 

Two large cranes are employed in transferring containers 
at the Harrisburg station. A large part of the operation at the 
transfer is performed at night, so that connections with sched- 
uled “blue ribbon” trains to various parts of the country may 
be made. 

Faster, smoother, and generally more efficient and economic 
handling of shipments is made possible through this method of 
operation, it is stated. Use of the steel container as a sectional- 
ized box car greatly reduces loss and damage in transit and 
provides for much more intensive use of equipment. 


AIR EXPRESS RATES 


A general reduction, effective December 16, in air express 
rates, in some instances ranging as high as 75 per cent, has 
been announced by the Railway Express Agency and the five 
air transport companies in conjunction with which it maintains 
a nation-wide air express service. The reductions are the first 
to be made by the express company on its air service since it 
was begun September 1, 1927. Direct air service is maintained 
among 117 cities, over approximately 10,000 route miles, by the 





This photograph shows one of the United Air Lines’ coast-to-coast 
tri-motored passenger ai — can carry a payload of nearly 
wo tons. 


express agency, with joint air and rail arrangements applying 
between all other points served by it. A substantial increase in 
the volume of the business is anticipated as a result of the 
reductions. 

The five air lines over which the express agency rates apply 
are United Air Lines, Western Air Express, Northwest Airways, 
American Airways and National Parks Airways. United Air 
Lines, the largest of the systems, extends from coast to coast 
with a southern branch from Chicago to Dallas, by way of 
Kansas City, Tulsa and Oklahoma City, and a north and south 
line on the Pacific Coast from Seattle to San Diego. Principal 
cities served by the other lines include Salt Lake City, Denver, 
Los Angeles, Amarillo, Pueblo, Minneapolis and St. Paul, Cin- 
cinnati, Louisville, etc. 

While no uniform percentage of reduction in existing rates 
is represented by the new schedules, an indication of their 
amount is given by the following: New York to Chicago, 10 
pounds, formerly $10.00, now $4.40; between New York and San 
Francisco, formerly $26.00, now $13.80; between New York and 
Minneapolis, formerly $20.00. now $6.80; between Chicago and 
Great Falls, Mont., formerly $24.00, now $9.20; between Chicago 
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and Dallas, formerly $16.00, now $5.80. Minimum rates have 
also been reduced. 

Shipments which will be handled under the regular rates 
are limited not to exceed 200 pounds and to a maximum value 
of $5,000. Those not conforming to the limitation may be shipped 


if special arrangements are made. 


AIRCRAFT PRODUCTION 


Reports from more than fifty airplane manufacturers and 
eighteen airplane engine producers for the first nine months 
of 1931, show that the cumulative total value of commercial and 
military engine sales were only $2,500,000 less than in the same 
period of 1930, according to the Aeronautical Chamber of Com- 
merce of America. 

Total deliveries (sales) valued at $27,971,888 were reported 
the first three quarters of the current year, as compared with 
$30,530,246 in 1930 Production of airplanes and engines in 1931 
totaled $26,606,192, as compared with $29,419,466 the first three 
quarters of 1930, a drop of about $3,000,000 

Fifty per cent of the total value of production and deliv- 
eries the first nine months of 1930 was traceable to military 
activity, while in the same period of 1931, 63 per cent of the 
total value was from military orders 

Prodction of commercial airplanes in the nine-month period 
of 1931 totaled 1,411 units valued at $5,748,080, while 1,671 units 
valued at $9,201,270 were reported in 1930. Deliveries up to 
October, 1931, totaled 1,419 units valued at $6,455,763, as com- 
pared with 1,967 units with a value of $9,691,334 in 1930. 





AIR MAIL EXTENSION 


Announcement has been made by Postmaster General 
Brown that, effective January 16, 1932, an extension of the air 
mail service over the transcontinental route between Chicago, 
Ill., and San Francisco, Calif., so as to operate from Omaha, 
Neb., via Sioux City, Ia., and Sioux Falls, S. D., to Watertown, 
S. D., will become operative. The extension will be 259 miles 
in length. 

This extension was authorized last June 30, but has been 
temporarily held up. The operator of the route is the Boeing 
Air Transport, Inc. 

The tentative schedule provides for departure of the air 
mail plane from Omaha at about 8 a. m., and arrival at Water- 
town at about 10:30 a. m. The tentative schedule southbound 
provides for the departure from Watertown at 2:30 p. m. and 
arrival at Omaha at about 5 p. m. in time for connections with 
the transcontinental schedules both east and west bound at 
this point. The operator of the route will provide planes for 
the accommodation of passengers as well as mail in order to 
build up the passenger carrying business in this territory. 


AIR MAIL COMPENSATION 


Postmaster-General Brown, at a meeting with representa- 
tives of the air mail operators December 17, proposed a reduc- 
tion of 10 per cent in the base pay of the operators. The air 
mail service faces a deficit of approximately $600,000 for the 
current fiscal year. 5 

Some of the operators agreed to a reduction in compensa- 
tion, while others opposed it. A committee was appointed for 
the purpose of reaching an agreement with the postal officials. 


BUREAU OF SAFETY WORK 


W. P. Borland, director of the Commission’s Bureau of 
Safety, in his annual report to the Commission, summarizes the 
inspection work of his bureau in the fiscal year ended June 30 
last, as follows: 

A total of 1,396,184 freight cars were inspected, of which 26,356, 
or 1.89 per cent, had defective safety appliances, a total of 30,495 
defects being reported. There were 24,542 passenger cars inspected 
of which 327, or 1.33 per cent, were found with defective safety 
appliances, a total of 427 defects being reported. A total of 19,780 
locomotives were inspected of which 308, or 1.56 per cent, had de- 
fective safety appliances, 421 defects being reported. A total of 1,440,- 
506 cars and locomotives were inspected; the number of defects per 
thousand inspected was 21.76, as compared with 23.32 for the preced- 
ing fiscal year. 


The part of the report devoted to signals and train control 
shows that installations of automatic train-stop or train-control 
devices, now in service, cover 11,526.3 miles of road, 20,422.1 
miles of track, and 9,273 locomotives. Carriers equipped, the 
report said, 3,153.9 miles of road and 5,254.6 miles of track on 
their own jnitiative in addition to the 8,388.7 miles of road, and 
15,226 miles of track ordered by the Commission. 

The total reported expenditures on signals and train con- 
trol was $293,952,699, of which $200,326,183 was charged to 
capital account, $87,715,301 to operating expenses and $5,911,215 
to other accounts. 

Accidents investigated by the bureau resulted in the death 
of 94 persons and the injury of 854. 
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OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


Three fixtures, all of them without special interest from a 
market point of view, marked the week’s accomplishments in 
the full cargo grain trade. All these were for Brazil. A 
2,800-ton Swedish steamer took a cargo from the Atlantic Range 
to Rio de Janeiro on the basis of $2.25 with option for gulf 
loading at $2.35, for February, and a 4,500-ton vessel was fixed 
for Rio, also for February on the basis of 14s Atlantic Range 
or 14s 6d gulf loading. The other fixture was from the Atlantic 
Range to Brazil, done at London, with no particulars furnished. 

An optimistic note in the midst of the grain trade’s stagna- 
tion is furnished by a report from the middle west that at least 
3,000,000 bushels of Canadian wheat at Vancouver were sold 
for export account. Presumably, however, this will move from 
the Pacific coast, where the grain market is considerably 
better than in the east. 

A number of fixtures of sugar cargoes for the trans-Atlantic 
trip were reported. Two from Cuba to United Kingdom-Con- 
tinent were done on the basis of 15s 6d for prompt loading, 
while two others, also prompt, were from Santo Domingo to 
United Kingdom-Continent at 14s. 

On the Pacific coast chartering of tonnage for grain con- 
tinued in fair volume, mostly for United Kingdom-Continent 
and for Shanghai at rates approximately those last reported. 

Although the conference of intercoastal steamship operators 
held in Washington last week with the Shipping Board ended 
in failure of the shipowners to reach an agreement for stabiliza- 
tion, a later meeting held in New York was reported to have 
been productive of better results. It is understood that the 
major lines in the trade, including the Panama Pacific, Doliar, 
Luckenback, and American Hawaiian have practically reached 
the basis of an agreement on rates. Though the Shipping 
Board has already drafted and sent to Congress a proposed 
amendment to the shipping act of 1916, which would give the 
board power to regulate rates in the trade, it is thought that 
the new understanding among the lines may lead to settlement 
of their problems without recourse to governmental regulation. 

The changed attitude of the former A lines is ascribed to 
frank discussion of the situation in the trade at the conference 
with the Shipping Board, at which Chairman O’Connor and 
other members of the board let it be known that they intended 
to move immediately to obtain authority from Congress to 
regulate rates in the trade. 

A defense of the industrial carriers operating in the inter- 
coastal trade was made by H. W. Warley, president of the 
Calmar Line and of the Ore Steamship Company, who also 
introduced a resolution providing for restoration of stable rates 
in the trade for a period of six months beginning February l, 
1932, which was voted down. 


The Warley resolution. provided for grouping of the major 
lines in Class A lines with sailings not oftener than every 7 
days and with a turn around of not less than 90 days and requir- 
ing at least 20 days for the run between Hampton Roads and 
San Pedro, to be included in Class B. Lines with sailings not 
oftener than every 23 days to be in Class C. 


It was proposed that the contract and tariff rates of the 
Intercoastal Conference in effect February 1, 1931, apply on all 
commodities eastbound and westbound, with the exception of 
lumber, on which a rate of $9 has been fixed for December 
and January. 


Provision also was made in the resolution for differentials 
and penalties for violation of the conference regulations and 
for a rate committee to pass on applications by shippers for 
revision of rates. It also proposed that each company should 
file a sworn statement of all commitments covering the stabil- 
ization period from February 1, 1932, until July 31, 1932, and 
that a committee be named immediately to formulate plans for 
a permanent conference not later than May 15 next. 

This resolution, though voted down at the Washington con- 
ference, is believed to have formed the ground work for the new 
understanding among the A. lines. 

Direct service between Baltimore and Houston, Tex., will 
be inaugurated January 14 by the Southern Pacific Steamship 
Line, known as the Morgan Line, according to the export and 
import bureau of the Baltimore Association of Commerce. The 
vessels of the new service will-sail southbound from Baltimore 
every second Thursday, beginning January 14, with first call 
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After leaving Houston northbound the 
vessels will call at Galveston, sailing thence direct to Baltimore. 
Beginning with the first sailing from Houston on January 27 the 
northbound sailings will be every second Wednesday from 
Houston. 


direct at Houston. 


REGULATION OF WATER CARRIERS 


The Traffic World Washington Bureau 


The Shipping Board, December 14, transmitted to Senator 
Johnson, chairman of the Senate commerce committee, the draft 
of a bill greatly increasing the power of the board over com- 
mon carriers by water in interstate commerce. The measure 
is regarded chiefly as the board’s proposal for solution of the 
intercoastal steamship problem. It revises, clarifies, and adds 
to the shipping act of 1916. It has three principal objectives— 
elimination of industrial carriers as common carriers; prescrip- 
tion of minimum rates by the board; and control by the board 
over establishment of new services or extension of services. 
It would also extend the jurisdiction of the board to water car- 
riers on inland waterways. 

The bill requires interstate carriers to file and post actual 
rates to be charged and forbids departure therefrom on less 
than ten days’ notice, except on permission of the board. It 
authorizes the board to prescribe and enforce observance of 
minimum rates in any instance where the board determines 
competition between carriers in interstate commerce has re- 
sulted in the charging of unduly low rates. 


The bill prohibits transportation by any common carrier by 
water in interstate commerce of property owned by the carrier 
or in which it has any interest, except property necessary in 
connection with the operation of the service. This provision 
strikes at steamship company subsidiaries of the U. S. Steel 
Corporation and other large industrial concerns that operate 
vessels through subsidiaries for the transportation of their own 
products, as well as products of others. If the bill became law, 
such steamship lines would have to become wholly plant 
facilities or common carriers not transporting the goods of the 
parent companies. 


The bill prohibits inauguration or extension of interstate 
common carrier service except pursuant to certificate of the 
board, after the passage of the act. Abandonment or decrease 
in service could not be effected except on thirty days’ notice 
to the board, unless the board permitted a shorter period. 

The bill would make unlawful wilful false billing or other 
false representations by shippers. It provides that the act may 
be cited as the shipping act of 1932. 

Senator Johnson introduced the Shipping Board’s regula- 
tory bill (S. 1963), and submitted to the Senate correspondence 
from the board setting forth that the bill had been drafted in 
accord with the recommendation in the annual report of the 
board that legislation should be enacted to provide for addi- 
tional regulatory authority over common carriers by water. 

Under the bill’s definition of a common carrier by water in 
interstate commerce, the board, if the bill becomes a law, will 
have jurisdiction over common carriers by water in interstate 
commerce on the coastwise trade, on the Great Lakes and on 
the inland waterways. The Inland Waterways Corporation, the 
government barge line agency, and other common carrier barge 
lines on the inland waterways, under the bill, would be subject 
to regulation of the board with respect to port-to-port business. 
The definition of a common carrier by water in interstate com- 
merce as set forth in the bill follows: 


“The term ‘common carrier by water in interstate commerce,’ 
as used in this act, means a common carrier, except ferryboats 
running on regular routes, engaged in the transportation by water 
of passengers or property between one state, territory, district, or 
possession of the United States and any other state, territory, dis- 
trict, or possession of the United States, or between places in the 
same territory, district, or possession; and an intrastate common car- 
rier by water participating in any such transportation under any 
through-route arrangement with any common carrier by water in 
interstate commerce as here defined shall, except as otherwise pro- 
vided in this act, be deemed a common carrier by water in inter- 
state’ commerce.” 


The shipping act of 1916, which it is proposed to amend, 
defined a common carrier by water in interstate commerce as 
a common carrier engaged “in the transportation by water of 
passengers or property on the high seas or Great Lakes on reg- 
ular routes from port to port between one state, territory, dis- 
trict, or possession of the United States and any other state, 
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territory, district, or possession of the United States, or between 
places in the same territory, district, or possession.” 

The bill carries the same definition of ‘other person sub- 
ject to this act” as carried in the shipping act of 1916, namely, 
any person not included in the term “common carrier by water,” 
carrying on the business of forwarding or furnishing wharfage, 
dock, warehouse, or other terminal facilities in connection with 


a common carrier by water. 


WATER CARRIER AGREEMENTS 


The following agreements filed in compliance with section 15 
of the shipping act of 1916 were approved by the Shipping Board 
December 16: 


Rates from Shanghai to United States Atlantic Coast ports: The 
carriers party to this agreement are members of the New York Freight 
Bureau (Shanghai) engaged in direct transportation of freight from 
Shanghai to Atlantic Ceast ports and members of the Trans-Pacific 
Freight Bureau of North China participating in transportation of cargo 
from Shanghai to Atlantic Coast ports with transshipment at Pacific 
Coast ports of the United States. Under the terms of the agreement 
filed freight rates on cargo from Shanghai to United States Atlantic 
Coast ports are to be fixed by the members of the New York Freight 
Bureau (Shanghai), and the member lines of the Trans-Pacific Freight 
Bureau of North China agree to observe such rates, which are to be 
set forth in a joint tariff, on any cargo handled by them on through 
bills of lading with transshipment at a Pacific Coast port of the 
United States. 

New Orleans, Houston & Corpus Christi Steamship Company, Inc., 
with Coast Transportation Company, Inc.: Agreement provides for 
through movement of shipments between Texas and Louisiana ports 
served by New Orleans, Houston & Corpus Christi Steamship Company 
on the one hand and Alabama and Florida ports served by Coast Trans- 
portation Company on the other, with transshipment at New Orleans. 
Through rates are to be same as currently quoted rates of competing 
lines operating either direct: or with transshipment at an intermediate 
port, but rates to be quoted under the agreement are in no instance to 
be higher than those shown in New Orleans, Houston & Corpus Christi 
Steamship Company’s applicable tariff of maximum rates on file with 
the board. ‘Through rates are to be apportioned 60 per cent to New 
Orleans, Houston & Corpus Christi Steamship Company and 40 per 
cent to the Coast Transportation Company. Transshipment costs at 
New Orleans are to be borne by the carrier bringing the cargo to New 
Orleans, while New Orleans, Houston & Corpus Christi Steamship 
Company is to absorb cost of warehouse or store-door pick-up and 
delivery, and wharfage or tollage, at its terminal ports. The agree- 
ment may be terminated by either party upon 30 days’ written notice. 

United Fruit Company with Lykes Brothers Steamship Company, 
Inc.: Arrangement for through movement of shipments between San 
Francisco and Santo Domingo City, Dominican Republic, with trans- 
shipment at Cristobal. Through rates to be charged under the agree- 
ment are to be as determined by the parties from time to time and 
are to be apportioned on the basis of 60 per cent to United Fruit 
Company and 40 per cent to Lykes Brothers. Transshipping expenses 
are to be absorbed by the carriers in the same ratio as the’through 
rates are to be apportioned. Arrangement may be cancelled upon 
written notice by either party. 

American-West African Line, Inc., with Shepard Steamship Com- 
pany: Through billing arrangement covering shipments from Pacific 
Coast ports of call of Shepard to Canary Islands and West African 
ports of call of American-West African Line. Through rates are to 
be the sum of the proportionate rates of the participating carriers 
plus cost of transshipment at New York. 

The New York & Porto Rico Steamship Company with Grace Line: 
Agreement provides for through shipments of beans from ports of call 
of Grace Line in Chile to direct ports of call of New York & Porto 
Rico Steamship Company in Puerto Rico. Through rate of $18.50 per 
long ton is to be apportioned 40 per cent to The New York & Porto 
Rico Steamship Company and 60 per cent to Grace Line, the latter to 
absorb custom entry fees and transfer charges at New York. 

Grace Line with Bull Insular Line, Inc.: Through billing arrange- 
ment covering shipments of beans from ports of call of Grace Line in 
Chile to Puerto Rican ports served by Bull Insular Line, with trans- 
shipment at New York. Through rate on shipments moving under the 
agreement is to be $18.50 per ton of 2,240 lbs., of which Grace Line is 
to receive 60 per cent and absorb transshipment expenses at New 
York and Bull Insular Line 40 per cent and absorb landing charge at 
Puerto Rican port of destination. 

Gulf-West Mediterranean Line with Nervion Line: The agreement 
supersedes agreement between the same carriers approved by the 
board September 9, 1931, providing for spacing and alternation of sail- 
ings from Galveston and Houston to Spanish Mediterranean ports until 
March 31, 1932. The agreement now provides for one sailing from 
Galveston and/or Houston to Spanish Mediterranean ports in Decem- 
ber, two in January, one in February and two in March by Gulf-West 
Mediterranean Line, while Nervion Line is to have one sailing in 
December, one in January, two in February and one in March. Varia- 
tion by either party of more than three days from the sailing dates 
specified in the agreement is prohibited. Maintenance of additional 
sailings in the trade covered by the agreement or other variance from 
the terms of the agreement by either party may be effected only with 
the written consent of the other. By its terms the agreement will 
terminate March 31, 1932, but it may be cancelled before that date by 
either party upon 21 days’ written notice to the other. 


Agreements Modified 


Conference agreements: The agreements which it is proposed to 
modify are the basic conference agreements of the Atlantic Conference 
and of the North Atlantic Passenger Conference which were approved 
by the board April 16, 1930, and June 24, 1930, respectively. Under the 
terms of the agreement presently in effect each member line is per- 
mitted to grant to responsible clerks of its own appointed general 
agents and to the wives of such clerks and their dependent children 
under 18 years of age 25 per cent reduction off one-way or round-trip 
fare for the class of accommodation occupied and reduction of 25 per 
cent off one-way or round-trip minimum fare for class of accommoda- 
tion occupied to its own appointed agents and responsible clerks of 
agents and to their wives and dependent children under 18 years of age. 
The modifications authorize member lines of the respective confer- 
ences to grant reduction of 75 per cent off the minimum fare for the 
highest class of accommodation of the ship upon which passage is 
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made regardless of the class in which travel may be effected to all 
of the persons above specified during the winter seasons, while during 
the summer seasons reduction is to be limited to 25 per cent off the 
minimum fare for the class of accommodation actually occupied. Simi- 
larly as under the agreements presently in effect the agents to whom 
reductions may be granted by a member line are to be limited to 
those of its own appointment whose names have been included in that 
line’s scheduled list of agents for at least a year, and when a bank 
or similar organization acts as such agent the reductions are to be 
— to the responsible clerk in the department handling steamship 
usiness, 

_ Luckenbach Steamship Company, Inc., with The Cunard Steam- 
ship Company, Limited (Cunard Line and Anchor Line): Modifies 
agreement covering through shipments, packaged as indicated therein, 
of canned goods, dried fruit, cotton, cascara bark, honey, apricot ker- 
nels and _ seeds from Pacific Coast ports of call of Luckenbach to 
United Kingdom ports of call of Cunard Line or Anchor Line with 
transshipment at New York; through rates and transshipment costs 
being apportioned equally between the participating carriers. The 
modification extends the scope of the existing agreement to include 
through shipments of hops in machine compressed bales and dried 
beans in bags. No change in the ports, the basis or apportionment 
of the through rates or absorption of transshipment costs at New York 
is to be effected by the modification submitted. 


NICARAGUAN CANAL NOT NEEDED NOW 


Major General Lytle Brown, Chief of Engineers of the Army, 
has reported to Congress that a Nicaraguan canal is not neces- 
sary at present, as the Panama Canal is adequate to meet traffic 
demands and will be for some years to come. He said a second 
canal would have important advantages, including a saving in 
time and increased dependability to shipping, and increase in 
trade and commerce and improvement in international relations, 
and added safety and speed in the mobilization of the naval 
forces in the event of a national emergency. 

The report was made in connection with the reports of the 
Interoceanic Canal Board, of Lieutenant Colonel Dan I. Sultan, 
of the corps of engineers, officer in charge of the Nicaraguan 
canal survey made in response to congressional direction, and 
of Governor Burgess, of the Panama Canal, with respect to 
increasing the capacity of the Panama Canal. These reports 
are voluminous. They deal in detail with the questions of in- 
creasing the capacity of the Panama Canal and with the pro- 
posal for construction of a Nicaraguan canal. 

The report of the Interoceanic Canal Board estimated that 
the cost of the proposed Nicaraguan canal, exclusive of rights, 
franchises, land, etc., would be $697,000,000 and the maintenance 
cost would be $10,800,000 a year. The approximate cost of ac- 
quiring rights, etc., would be $25,000,000. The board said that 
with the indication that the Panama Canal could serve the 
needs of interoceanic traffic for some time to come, no imme- 
diate steps must be taken to provide increasel facilities for 
passing water-borne traffic from ocean to ocean. It said, how- 
ever, that when increased interoceanic canal facilities were 
—s needed, the Nicaraguan canal should be favorably con- 
sidered. 

Lieutenant Colonel Sultan reported that a lock canal across 
Nicaragua was feasible; that its total cost, including defense, 
would be $720,000,000, and that it would require ten years for 
the engineering work of construction. He recommended that 
after business conditions had returned to normal the question 
be considered as to the time when present canal facilities would 
need to be increased. 

Governor Burgess recommended against converting the 
Panama Canal into a sea-level canal now and said that the 
capacity of the canal could be increased to any necessry amount 
by the comparatively simple and inexpensive expedient of con- 
structing additional locks and installing a plant for pumping 
sea water into Gatun Lake. 


POLICY TOWARD SHIPPING LINES 


The House committee on merchant marine and fisheries 
has adopted a resolution requesting the Shipping Board to take 
no action respecting the rearrangement or discontinuance of 
any of its presently operated lines or any action which would 
result in return to the board, discontinuance, transfer of control 
or resale of any lines previously sold by the board or fore- 
closure of the obligations of the purchaser of a line until the 
committee may determine and recommend such action ag it 
considers appropriate respecting the American merchant marine. 

The committee set forth in its resolution that conditions 
generally throughout the world had seriously affected shipping 
and retarded development of the American merchant marine as 
directed under section 1 of the merchant marine act of 1920 
and reaffirmed in section 1 of the merchant marine act of 1928; 
and that the committee was of the opinion that a study should 
be made of the general situation to determine what action should 
be desirable and necessary to insure the proper maintenance 
of all essential American steamship services and lines as di- 
rected in sections 1 and 7 of the merchant marine act of 1920. 

In its recent annual report to Congress, the Shipping Board 
stated that, acting under the broad powers derived from the 
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merchant marine acts of 1920 and 1928, it had adopted a liberal 
policy in dealing with debtors who had acquired lines from 
the board, to the end that any temporary difficulties in which 
purchasers of Shipping Board lines might find themselves be- 
cause of the slump in international trade would not prove a 
bar to continuance of operations. 


WEST INDIA CRUISE OF LEVIATHAN 


The Shipping Board has approved an application of the 
United States Lines Company for permission to operate the 
Leviathan in a holiday cruise to Nassau, Colon and La Guaira, 
Venezuela, leaving New York on December 26, 1931, and return- 
ing on January 6, 1932. The contemplated voyage will be 
strictly a cruise proposition and no cargo will be carried, and 
the board’s approval is subject to the restriction that only cruise 
passengers will be booked for the round voyage and that no 
one-way tickets will be sold, and, further, that the minimum 
number of trans-Atlantic voyages required under the contract 
between the Shipping Board and the United States Lines Com- 
pany will be performed, according to the board. 


FARMERS AND MERCHANT MARINE 


Chairman O’Connor, of the Shipping Board, delivered a 
radio address December 12 on “The Farmer and the Merchant 
Marine.” He dwelt on the importance of the farmer having 
available American flag ships for the transportation of his 
products, and of the efforts that had been made to put before 
the farmer the reasons why he should support an American 
merchant marine. Experience before and since the world war, 
said he, had demonstrated the need for American flag ships 
for handling farm exports. 





SHIPPING BOARD APPOINTMENT 


President Hoover this week nominated Jefferson Myers, of 
Oregon, for reappointment as a member of the Shipping Board. 
Mr. Myers has been serving since last June under a recess ap- 
pointment. The Senate confirmed the nomination. 


IMPROVEMENT OF WATERWAYS 


An allotment from river and harbor funds of $66,350 for 
examinations, surveys and contingencies in the Pittsburgh, Pa., 
district has been approved by the Secretary of War. 

Acting Secretary of War Frederick H. Payne has issued a 
notice to the Pennsylvania Railroad Company requiring it to 
remove, within a period of six months from the receipt of 
notice, the center pier and its entire fender system, including 
all masonry, to a depth of at least 25 feet below mean low 
water, of its uncompleted bridge across the Delaware River 
about two miles below the head of navigation at Trenton, N. J. 
The center pier and fender system were characterized as an 
unreasonable obstruction to navigation and the Pennsylvania 
agreed to remove the obstruction, according to the War De- 
partment. 

Secretary of War Hurley has approved the following allot- 
ments of funds for rivers and harbors: For examinations, sur- 
veys and contingencies, Jacksonville, Fla., $22,750; Yamhill 
River, Ore., $4,500; surveys of Coos Bay and Willamete River, 
$75,000. 


RIVERS AND HARBORS CONGRESS 


In connecion with submission to President Hoover of reso- 
lutions adopted by the National Rivers and Harbors Congress, 
Representative Reid, of Illinois, president of the organization, 
said that, under his administration, the congress would actively 
support all worthy approved waterway projects in all parts of 
the country and that it would actively support any well-consid- 
ered plan by Congress for placing river and harbor improve- 
ments on a more businesslike financial basis. 

“It will resist with all its force and influence,” said he, 
“any attempt to place waterway carriers under restrictive con- 
trol which would threaten the free and economical use of these 
great transportation routes in the interest of the shippers. . 
There will be no attempt to attack or to injure any other form 
of transportation. What the shippers of the United States must 
have is a great coordinated transportation service consisting 
of railways, highways, waterways, airways, and pipe lines, co- 
operating to give the people the most efficient and lowest cost 
system for the distribution of their goods and products that it 
is possible to develop.” 





DISTRIBUTION OF COAL 


The Bureau of Mines of the Department of Commerce has 
issued a report, prepared by W. H. Young, of the coal division, 
on distribution of coal produced in the low volatile districts of 
the Appalachians in 1929, and on distribution of coal produced 
in Illinois, Indiana and western Kentucky in 1929. 
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FIFTEEN PER CENT CASE, 1931 


The Traffic World Washington Bureau 


Except for the performance of what were believed to be 
formalities that would create no real difficulties, the railroads 
of the country put into effect, on December 11, plans necessary 
for their taking the benefits allowed by the Commission in its 
two reports on the Fifteen Per Cent Case, 1931, and the dis- 
tribution of the pool to be brought into being by the increased 
rates by means of loans to needy carriers. The increased rates, 
it Was estimated on the day mentioned, would be in effect not 
more than four or five days after the beginning of 1932. 

This going ahead with plans was the result of action by 
the member roads of the Association of Railway Executives 
recommending the adoption by the several boards of directors 
of the railroads of the loan plan made possible by the Com- 
mission’s supplemental report in the Fifteen Per Cent Case, 
1931. Not a vote was cast against the recommendation. The 
representative of the Kansas City Southern withheld his vote 
on account of uncertainty, it was said after the meeting, as to 
whether his authorization extended to such action as was 
proposed. 

At a meeting of the advisory committee of the association 
resolutions were adopted urging the member roads to vote for 
acceptance of the loan plan. At the meeting of the association, 
Alfred P. Thom, general counsel, earnestly urged the members 
to vote for approval of the plan to the extent of advising the 
boards of directors of the various roads to accept it. R. H. 
Aishton, president of the association, authorized the following 
statement as to the meeting: 


The member roads of the Association of Railway Executives at 
a meeting today discussed at length the report of the Interstate Com- 
merce Commission handed down on December 5, 1931, in the fifteen 
per cent case, and the plan of the railroads formulated as a result 
of that report, to apply funds derived from the authorized increase 
in rates in aid of financially weak railroads. 


There was a very full attendance of the executives and it was 
unanimously, with one vote withheld, agreed by them to recommend 
the adoption of the proposed plan to their several boards of directors, 
with the request that they take action prior to December 21, 1931. 

Pending final action of the member roads, it was agreed that to 
expedite the matter, the Association of Railway Executives should go 
forward with the preparation of preliminary arrangements looking 
to the placing of the plan into effect so that everything will be in 
readiness to have it become operative just as soon as possible in the 
event it is approved. 

At the meeting, the importance of obtaining unanimous consent 
of the carriers to the plan was urged so that it can be placed into 
effect with the complete support of the industry and at as early a 
date as possible. 


Tentatively, the Railroad Credit Corporation, the organiza- 
tion that is to distribute the pool, set up an office in the suite 
of the American Railway Association in Washington, with E. G. 
Buckland, chairman of the board of the New Haven, as president 
and director-at-large of the credit corporation. Other directors 
of that corporation were chosen so that when the corporation 
was actually created and ready to make its organization, the 
official personnel would be ready. The plan for the corporation, 
submitted to the Commission in connection with the application 
of the railroads for permission to distribute the pool as loans 
rather than gifts to the needy railroads, called for the election 
of twelve directors, five from the eastern district, three from the 
western, two from the southern, one from the American Short 
Line Railroad Association and one at large, with the proviso 
that at least one of the five from the eastern district should be 
from New England. 

The nominally chosen directors were: For the eastern 
district, J. J. Pelley, president of the New Haven; P. E. Crow- 
ley, president of the New York Central; George M. Shriver, 
senior vice-president of the Baltimore & Ohio; A. J. County, 
vice-president in charge of finance, of the Pennsylvania, and 
J. J. Bernet, president of the Chesapeake & Ohio. For the 
western district; H. A. Scandrett, president of the Milwaukee; 
E. N. Brown, chairman of the St. Louis-San Francisco, and A. D. 
McDonald, vice-chairman of the executive committee of the 
Southern Pacific. For the southern district: L. A. Downs, presi- 
dent of the Illinois Central, and G. B. Elliott, president of the 
Atlantic Coast Line. For the American Short Line Railroad 
Association, Bird M. Robinson, president of that association, 
and director at large, E. G. Buckland. 

Daniel Willard, Jr., was spoken of at the time as probable 
secretary and treasurer of the corporation, which is to receive 
all money earmarked for the pool. It will have a relatively 
large force of accountants at work in Washington. 

Assuming that the boards of directors of the railroads 
would approve the plan, traffic officers and the chairman of 
the big freight associations, voted to publish the increased rates 
as soon as possible, not however, before January 1. Before they 
decided upon that course the traffic and tariff men consulted 
with the traffic and tariff men of the Commission and reached 
the conclusion that they would be able to obtain sixth section 
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permission to make the new tariffs effective on five days’ notice 
as soon as they could formulfate their tariffs. 

Formulation of rules for the application of the increases 
allowed by the Commission they found the hardest part of their 
task when they went to work the day after the executives had 
met. The Commission used general terms in saying what the 
railroads might do. The work of the traffic and tariff men was 
to provide tariff language that would do as much as and no more 
than the Commission had said might be done. 

The plan as agreed on was to publish a master tariff to 
which supplements to all issues of tariffs now on file with the 
Commission, affected by the permissive findings of the Commis- 
sion, would make appropriate reference. It was figured that the 
necessary formulation and printing could be done in time to per- 
mit the tariffs to become operative some day in the first full 
week of January. They worked with the Commission men so 
that difficulties of publication could be disposed of as they 
arose. 

The unanimity shown in the meeting of the Association of 
Railway Executives, very largely attended, Sir Henry W. Thorn- 
ton, chairman and president of the Canadian National Railways 
being among those present as representative of the American 
corporations part of that system, left those in charge of matters 
with a feeling of certainty about approval by boards of directors. 
That feeling of certainty among them, seemingly, resulted in 
the diligence with which plans were being executed in advance 
of approval by the boards of directors. 

While there was a discussion, among the executives, lasting 
nearly two hours, it was said there was no opposition that even 
for a short time seemed likely to result in adverse votes. Mr. 
Thom reviewed the whole matter and advised acceptance, 
especially in view of the fact that the Commission had taken 
action permitting the railroads to administer the pool in a 
manner proposed by them rather than in the manner inferred 
from the first report as the desire of the Commission—that is, 
distribution as gifts to the needy lines. The vote on the subject 
was taken by a roll call of the member roads. 

Articles of incorporation under the laws of Delaware were 
filed at Wilmington on December 14 creating the Railroad Credit 
Corporation, the agency that has been set up by the railroads 
to collect and administer the pool growing out of increased 
rates allowed by the Commission in the Fifteen Per Cent Case, 
1931. The articles were filed by E. G. Buckland, who had been 
chosen as president of the corporation before it was incorpo- 
rated. At the same time arrangements were made, tentatively, 
for a meeting later in the week, at which the company would 
be organized by the election of the directors and officers pro- 
visionally chosen at the meeting of the executives on Decem- 
ber 11. 

A resolution adopted by the executives at their meeting 
December 11 and made available to the public later, was that 
“in a sincere spirit of mutual cooperation and solidarity, so 
essential at this time and in the future to the welfare of the 
industry, we, the carriers assenting thereto, agree among our- 
selves in good faith to collect and apply the funds to be derived 
from the authorized increase in rates in aid of financially weak 
railroads, in accordance with the spirit of the purposes ex- 
pressed in the Interstate Commerce Commission’s report, as 
amended by it, and with the plan proposed and approved by 
the carriers.” 

It was further resolved that “the Association of Railway 
Executives, realizing the responsibility of the carriers in this 
matter, hereby urges all those entitled to participate in the 
plan to give formal assent to the same prior to Monday noon, 
December 21, 1931, and solemnly emphasizes the importance of 
unanimous consent by the carriers to the end that at this 
critical period the solidarity of the railroad industry may be 
assured and that the plan may be put into effect with the com- 
plete and vigorous support of the industry as a whole.” 

The Railroad Credit Corporation was actually organized 
at a meeting in New York on December 16 and Daniel Willard, 
Jr., who was elected secretary and treasurer of the corporation, 
opened his office in Washington the following day. His first 
work was to acknowledge the receipt of telegrams from rail- 
roads saying that their boards of directors had assented or 
were about to assent to the plan for the pooling and distribu- 
tion of the money resulting from the increased rates which 
are expected to become operative early in January. 

Thought was given by the board of directors of the cor- 
poration at its initial meeting in New York to the possibility 
of its providing money for needy railroads in advance of 
receipt of pool money. No way for doing that was found. The 
charter of the corporation authorizes it to borrow money for 
only one purpose—that of paying the expenses of operation 
before the receipt of pool money. 

In discussing the subject, Mr. Willard said that that did 
not mean that some method might not be found whereby the 
corporation might extend help to a distressed railroad before 
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the pool money was in hand, but merely that no feasible 
method had been found in the discussion that took place at 
the inauguration meeting in New York. 

There was no doubt in the minds of any of those con- 
nected with the plan, when the office was opened in Wash- 
ington, about its being placed fully in operation. Assents and 
word about assents soon to be given indicated to those inter- 
ested that there would be enough assents to the plan to put 
it into operation. 

Money will be in the hands of the corporation for dis- 
bursement to the railroads needing help, it is estimated, about 
March 22. Under the plan the railroads are required, within 
forty days of the month in which increased revenue accrues 
from the new rates, to ascertain the amount of the increase 
and within ten days thereafter send it to the corporation. With 
those provisions in mind those interested figured that the 
corporation would be ready by the day mentioned, to begin 
disbursement of the pooled funds. 

When Mr. Willard opened his office there was not one 
application for help or a letter from a railroad company say- 
ing that it expected to make an application for a loan under 
the terms of the plan. 

Accountants and bookkeepers needed to administer the 
pooled revenue will be hired and arrangements made to make 
the proper reports to the Commission between now and the 
time when the corporation will be functioning for the distribu- 
tion of the pooled money. 


RECIPROCITY IN BUYING 


The Trafic World Washington Bureau 


Arguments before the Federal Trade Commission on De- 
cember 16 in No. 1727, in the matter of Mechanical Manufactur- 
ing Co., R. O’Hara and W. A. Mayfield, were stopped when 
Frank L. Horton, appearing for the manufacturing company, 
got over to the regulating body the idea that the inquiry into 
reciprocity in buying was moot in so far as the company was 
concerned because it had gone out of the draft gear business 
three days before the commission’s complaint was filed against 
the company and O’Hara and Mayfield, the latter employes of 
Swift & Co., in that company’s traffic department. Mr. Horton 
said that that company’s personnel had been reduced to one 
man and a stenographer, who were winding up its affairs, in- 
cluding not merely the draft gear part of it concerning which 
the regulating body was inquiring, but all parts of it. 

“TI don’t see that there is any public interest to be served 
by continuing this case,’ said Commissioner Humphrey. His 
colleagues, however, said they would take the matter under 
advisement. 

The case against the company and the individual respond- 
ents was presented by Everett F. Haycraft, special attorney of 
the trade body. He admitted that the company, in its answer 
and in a motion to dismiss submitted by Mr. Horton, had set 
forth the fact that the company had gone out of business and 
had said it did not intend to resume. But, he said, it was 
unwilling to sign a stipulation satisfactory to the commission’s 
staff. Mr. Horton said he would file an affidavit about the mat- 
ter. He objected to the entry of an order against O’Hara and 
Mayfield, because, as he said, they were the arms of Swift 
& Co., not a party to the proceeding, subject to the Secretary 
of Agriculture under the stockyards act. 


FLOORS FOR SHIPPING ROOMS, ETC. 

A new floor material for shipping rooms, loading docks, 
warehouses, and other places where “truck wheels pound and 
grind, has been brought out by the Acme Steel Company, Chi- 
cago. It is called Acme floor-steel and said literally to provide 
a lifetime floor. It consists of a gridded steel mat produced in 
standard rolls or special sizes that, when embedded flush with 
the top in concrete and mastic floors, “literally provides a 
network of steel rails for truck wheels.” The steel matting 
bears the floor wear, absorbs shocks, provides a non-skid sur- 
face, and helps to retain and knit the filling material together, 
according to the announcement. Ease of application and gen- 
eral adaptability are stressed. 


HOLDING COMPANY INQUIRY 


Representative Rayburn, of Texas, has introduced House 
resolution 59 to provide for investigation of the ownership and 
control of stock, securities, or capital interests in any public 
utility corporation engaged in the transportation of persons or 
sale of property, energy, or intelligence in interstate or foreign 
commerce by holding companies. The House committee on 
interstate and foreign commerce investigated railroad holding 
companies at the last session and the purpose of the present 
resolution is to extent the inquiry to public utility corporations, 
as recommended by Dr. Walter M. W. Splawn, special counsel 
to the committee. 
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Questions and Answers 


N this columa will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his © im answer to any simple question relating to the law of interstate 
transportation of freight. traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to the place of the traffic man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of ——— herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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Tariff Interpretation—Application of Rule 10 of Classification to 
Articles Which Are Subject to Rule 34 


Michigan.—Question: A shipment consisting of: 


Minimum 
Cc, L. weights 


Actual prescribed in 
weight C. F. C. No. 6 
(pounds) (pounds) 
Auto GORE, WOE THING. 6.0.occcccicccscsctecscecse 10,000 30,000 
Auto parts n. o. i. b. n., iron or steel........... 10,000 *30,000 
Auto body parts, sh¢et iron‘or steel n. o. i. b. n., 
UNTMISHOE TAL OF NODE. 2.00000 cecececcesvecs 10,000 30,000 
Auto body parts, wooden in the white or creo- 
ee eS | ee eter eres 10,000 36,000 


*Subj. R-34. 


for which one 50-foot car was ordered and used. 

All above articles when in carloads are rated fifth class in 
Official Classification, and I consider I am using section 1 of rule 
10 in assessing fifth class on these articles. 

Would carriers be justified in collecting on the basis of 
48,600 pounds at fifth class because one of the articles is sub- 
ject to rule 34 or would the consignee be justified in standing 
on the principle that rules 10 and 34 cannot be applied con- 
currently. 

Please see your answer in The Traffic World of July 14, 
1928, page 98, where you replied to “Pennsylvania,” as well as 
your answer to “California,” in The Traffic World of August 
18, 1928, page 410, where you held rules 10 and 34 could not be 
applied concurrently. Please cite, if possible, a case in point 
which has been passed on by the Commission. 

Answer: We have not changed our opinion from that ex- 
presseed in the answers referred to, but attention is directed 
to section 3 of rule 10, which provides that if a lower charge 
would result by considering the articles as if divided into two 
or more separate carloads, each taking its own rate and mini- 


mum, that basis will be used. This provision of rule 
10 came before the Commission in James Mfg. Co. Vs. 
Cc. & N. W., 147 I. C. C. 271, decided in October, 1928. 


In that case the shipment consisted of several articles, 
one of which was subject to a minimum weight graduated under 
rule 34. The shipper demanded application of section 3, rule 
10, but the carrier pointed out that inasmuch as the entire 
shipment was moving in a 40-ft. car, the minimum for the 
single rule 34 article in the mixture would have to be based 
on a 40-ft. car. The Commission said: 


Rule 10 of the classification, in authorizing the computation of 
charges by considering the articles as if they were divided into two 
or more separate carloads, does not specify what length of cars must 
be used in making theoretical division, and therefore, where the 
length of car affects the result, it must be assumed that such equip- 
ment is used as will produce the lowest total charge, i. e., 36-foot 
cars. 


The same case was followed by the Commission in N. O. 
Nelson Mfg. Co. vs. Missouri Pacific, 153 I. C. C. 272. Under 
the foregoing rule charges are computed on theoretical car- 
loads of different articles that are in the actual mixture by 
assigning each article to its own rate and minimum. Where 
any of such articles move in straight carloads and are subject 
to the graduated scale of minima in rule 34, the question arises 
as to which minimum shall be assigned to a theoretical car- 
load. Rule 10 does not say. As pointed out, the Commission 
says we must assume that a 36-ft. car is contemplated by the 
rule. That is resolving the ambiguity in favor of the shipper, 
but, in our opinion, is adding something to the rule in order 
to permit the rule to operate in connection with articles sub- 
ject to rule 34. However, if 36-ft. minima must be assumed 
in connection with theoretical carloads under section 3 of rule 
10, our view is that it would be proper to assume likewise when 
applying section 1 of rule 10 in first considering the articles 
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in their separate carloads, assigning to each its rate and mini- 
mum weight and selecting the highest factors. There is no 
more basis for taking the minimum applicable to the car actu- 
ally carrying the mixture in such cases than there was in the 
two cases cited above. 


Tariff Interpretation—Through Rate Over Same Route Prevents 
Application of Aggregate of Intermediates 


Arkansas.—Question: With further reference to your reply 
on page 968 of your October 31, 1931, issue to question pro- 
pounded by “Arkansas” and under heading “Tariff Must Be Con- 
strued as Having Some Effect Rather than None.” This ques- 
tion stipulated that, in both instances, the 401%4-cent rate had 
been stipulated in the bill of lading. Will you now kindly favor 
us with your interpretation of this further point, quoting Com- 
mission or court decisions in support thereof? 

Concurrent with the 40%4-cent rate named in item 4504 of 
S. W. L. Tariff 26-Y, Agent Johanson’s I. C. C. 1947, a combina- 
tion over Ashdown, Ark., produced a through rate of 38 cents. 
The factors were: 27 cents Houston, Tex., to Ashdown, Ark., 
per item 5456-I, supplement 73 to S. W. L. Tariff 20-H, Agent 
Johanson’s I. C. C. 1934, applicable via T. & N. O. to Shreveport, 
thence K. C. S. Lines; 11 cents Ashdown, Ark., to Idabel, Okla., 
per item 860 of S. W. L. Tariff 114-C, Agent Johanson’s I. C. C. 
1946, applicable via Frisco. 

In view of item 1674, on page 161 of S. W. L. Tariff 26-Y 
(which tariff provided the through rate of 40% cents), denying 
the route through Ashdown over which the 38-cent combination 
rate is made, and the further fact that Circle Reference No. 179 
(appearing in connection with the 40%%4-cent rate), reading “Will 
not apply via routes west of the K. C. S.,” does not specify that 
the route through Ashdown (definitely closed by item 1674) 
is open to this: 40%4-cent rate, is not the shipper entitled to the 
Ashdown combination rate of 38 cents where, in the original bill 
of lading, he specifically routes his shipment via the T. & N. O.- 
—— & Ft. S.-K. C. S.-Ashdown, Ark-Frisco to Idabel, 

a.? 

Answer: 

lows: 


We stated in our answer to “Arkansas” as fol- 


As no specific route for this 40% cent rate is stated, and, fur- 
ther, as the tariff does not purport to specifically outline all available 
routes, we think it proper to resort to Item 92 and use any reasonable 
agama route which does not lie wholly west of the K. C. S. Ry. 

ne. 


The route via T. & N. O., Shreveport, K. C. S. Ry., Ashdown, 
Ark., c/o St. L.-S. F. Ry. would be, in our opinion, a fair ex- 
ample of a route over which it could be said the 4014-cent rate 
is applicable, and being a joint through rate would take prece- 
dence over the Ashdown combination described, unless there 
is some provision in the tariff authorizing the alternative use 
of the aggregate of intermediates when lower. 


Transit Privileges—Stopping in Transit to Complete Loading— 
Party Entitled to Receive Bill of Lading from Carrier 


Washington.—Question: Recently Agent Henry’s Tariff 61-B, 
I. C. C. 327, added the following rule in item 800 (stopping in 
transit to complete loading): 


The bill of lading issued at the first shipping point must be pre- 
sented to the agent at the stopping point at time loading is completed, 
such agent to show on the bill of lading under his station name and 
over his signature the description of freight added at that point and 
return the bill of lading to the shipper. 


Under this rule should the agent return the bill of lading 
to the shipper at the point of origin, or to the party who com- 
pleted the load at transit point? 

Answer: The rule in question requires the carrier to re- 
turn the bill of lading to the shipper. Inasmuch as there can 
be but one shipper and one consignee of the same shipment, 
it must be concluded that the party completing the loading 
is not a shipper, but is acting ostensibly as agent for the con- 
signor. If the agent at stop-over point received the bill of 
lading from the party completing the loading, we think he 
would be justified in returning the bill of lading to that party 
on the theory that by returning it to the consignor’s agent 
he was returning it to his principal. Of course, if the agent is 
advised in advance not to return it to the party completing the 
loading the latter has no authority to recevie the return of that 
document and the carrier’s agent should return it to the con- 
signor. Also, if the carrier’s agent receives the bill of lading 
from the consignor direct he should return it to the consignor. 
In all cases the bill of lading must be returned to the shipper. 
That can be done by returning it direct to the consignor or by 
returning it to the consignor’s agent from whom the carrier 
received it. 

In our opinion it is not necessary for the carrier’s agent 
to concern itself with the privities existing between the con- 
signor and the party completing the loading. The latter may, 
in fact, be the principal and the former his agent. In the ab- 
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sence of notice to the contrary, the party completing the loading 
is acting in the apparent scope of authority from the consignor 
in demanding return of the bill of lading from the carrier if 
he presented it to the carrier. The consignor has held out this 
party to the carrier as his agent and that is sufficient for the 
protection of the carrier. Of course, both parties are interested 
in having a receipt for their respective portions of the shipment 
loaded, but in so far as the carrier is concerned, it is issuing a 
receipt for all the goods to the consignor, no matter to whom 
it returns the bill of lading, as the consignor is the party with 
whom the contract of shipment is made. With respect to the 
bill of lading as a receipt for the goods, that receipt will inure 
to the benefit of both parties in case of controversy between 
them. 


Tariff Interpretation—Application of Sliding Scale of Rule 34 
to Commodity Minimum Weights 

Texas.—Question: Would appreciate your opinion of the 
following supported by any decisions of the Interstate Com- 
merce Commission: 

Glenn’s Freight Tariff 40-B, I. C. C. A-756, item No. 5, section 
2, provides for the application of the lumber rates on hampers, 
fruit or vegetable, wood splint, set up, nested, tops in bundles, 
and carriers’ reference mark “n” which provides for a minimum 
weight of 30,000 pounds in straight carloads. 

The tariff on the title page shows that it is governed, except 
as otherwise provided herein, by Southern Classification No. 49, 
the classification providing for a minimum weight of 24,000 
pounds, subject to rule 34 under item No. 35, page 92. 

In your opinion, is the article described as above in tariff 
40-B, as shown in item 5, section 2, subject to rule 34 because 
of the tariff carrying the notation on the title page, that it is 
subject to Southern Classification and the said classification 
providing for rule 34 on hampers, or is it your view that the 
words on the title page, “except as otherwise provided herein,” 
precludes the application of the rule 34 authorized by the South- 
ern Classification, because of the specific minimum weight of 
30,000 pounds published in item 5, which does not show it as 
being subject to rule 34? 

Answer: Under the facts in King-Haase Furniture Co. vs. 
Ann Arbor R. R., 136 I. C. C. 41, while all of the tariffs involved 
contained general provisions making the commodity rates 
therein subject to the minimum weights shown in rule 34 of the 
classification, specific cross reference to that rule was not 
shown in the commodity items in some of the tariffs. The Com- 
mission held the general provision had the effect of making all 
the commodity rate items subject to rule 34. 

In Alkire-Smith Auto Co. vs. Bamberger Electric R. R., 169 
I. C. C. 97, the tariff named a specific commodity rate on auto- 
mobiles, but failed to specify a minimum weight for cars 36 
ft. 6 in. and less in length. The shipper contended that the 
commodity rate should have been applied to the actual weight 
of the shipment. The Commission held that, because the tariff 
in question was governed by the Western Classification, the 
10,000 pounds minimum provided in the classification would 
apply in connection with the commodity rate on autos when 
shipped in cars of that length. See, also, Paine Lumber Co. vs. 
Tennessee Central Ry. Co., 136 I. C. C. 559. 

From the foregoing decisions, it is difficult to determine 
whether a commodity rate carrying a specific minimum weight 
in the same item is, or is not, subject to rule 34 of the classi- 
fication. In the King-Haase Furniture Co. case the publication 
of specific minimums in the commodity rate items was in effect 
held not to make inapplicable the provisions of rule 34 in con- 
nection with such items, and in the Alkire-Smith Auto Co. case 
it was held that a specific mention of rule 34 is not necessary 
in order to make that rule applicable in connection with a 
commodity rate. 

The provisions of the tariffs, which were the subject of the 
Commission’s decision in King-Haase Furniture Co. vs. Ann 
Arbor R. R., 136 I. C. C. 41, and Paine Lumber Co. vs. Tennessee 
Central Ry. Co., 1386 I. C. C. 559, it will be observed, were much 
more specific, in so far as the application of rule 34 of the 
classification is concerned, although this is not true of the tar- 
iffs covered by the decision in Alkire-Smith Auto Co. vs. Bam- 
berger Electric R. R. Co., 169 I. C. C. 97, than the cross ref- 
erence which is made on the title page of the tariff to which 
you refer. 

Therefore, until the Commission considers specifically the 
effect of a title page cross reference to the classification with 
respect to the application of rule 34 to specific minimums con- 
tained in individual commodity rate items, and not merely, as 
in Alkire-Smith Auto Co. case, above referred to, a situation 
involving an absence of a minimum weight in the commodity 
rate item for cars of a certain size, it cannot be definitely said 
that a title page cross reference to the classification will make 
rule 34 applicable in connection with the specific minimum 
weights contained in individual commodity rate items. 
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Tariff Interpretation—Intermediate Rule, Though Unlimited in 
Its Own Terms, Is Restricted to Scope of Tariff 


North Carolina.—Question: Some question has arisen here 
with respect to the proper rates to apply on less-than-carload 
shipments of cigarettes, smoking and plug tobacco from Win- 
ston-Salem, N. C., to Durango, Colo., and points on D. & R. G. 
Railway between Durango and Farmington, N. M. 

There are no specific through rates from Winston-Salem 
to Durango, but this point is intermediate to Riverside, N. M., 
located on Farmington branch of D. & R. G. Railway, to which 
point the Gallup, N. M., rates are authorized as per supplement 
No. 4 to South Coast Territorial Directory 41-A. 

The Gallup, N. M., through rates are provided in Trans- 
continental Tariff 1-J of $4.70 per cwt. on smoking tobacco 
and $5.50 on cigarettes, but item No. 17, page 57, authorizes the 
use of the aggregate of intermediates over certain specified 
junction points in the event such aggregate is less than the 
through published rate. The Belin combination to Gallup pro- 
duces a through rate of $4.40 on cigarettes, $3.86 on smoking 
and $3.04 on plug tobacco; constructed $3.44 on cigarettes, $2.90 
on smoking and $2.37 on plug tobacco to Belin, as per Agent 
Cottrell’s Western Tobacco Tariff I. C. C. 609, and 96 cents on 
cigarettes and smoking tobacco and 67 cents on plug beyond, 
as per A. T. & S. F. I. C. C. 14230. Therefore, it is my view 
that the rates constructed on the Belin combination are not 
the proper rates to apply to Durango, Riverside and other points 
on D. & R. G. Railway that are intermediate to Riverside. 

The question that is causing the confusion is the reference 
in item 17 to Tariff 1-J to the route over which the shipments 
move. We feel that this restriction could not operate in con- 
nection with the maximum basis to Gallup, as there is no route 
to Gallup upon basis of any rate in connection with the D. & 
R. G. Railway. Therefore, we would be glad to have your views 
as to whether or not the Belin combination is the proper basis 
to apply to Gallup in connection with rates to Durango, etc. 

Answer: Regardless of how the rate to Gallup or Farm- 
ington may be constructed, our view is that the Farmington 
rate in the transcontinental tariff cannot be applied at Durango 
under the intermediate rule in that tariff, for the reason that 
the title page of the tariff, in stating its scope, does not indicate 
that it contains rates from eastern points. to points in Colorado. 
See our answer to “District of Columbia,” The Traffic World, of 
November 7, 1931, page 1026, covering a similar situation. 

Of course, if other tariffs which carry the combination rates 
provide that the transcontinental rates in Tariff 1-J shall not 
be exceeded at intermediate points in Colorado or other states, 
then the transcontinental rate will be applied at such points, not 
through the terms of the transcontinental tariff, but by reason 
of the terms of the tariffs which provide this maximum basis. 

We agree that in cases where the Gallup, N. M., rate itself 
is made under rule 56, i. e., combination of intermediates in 
other tariffs, that such Gallup rate cannot be applied at Farm- 
ington where Farmington is not on the route to Gallup. Such 
combination rate would remove the transcontinental rate at 
Gallup and substitute the combination. There would then be 
no basis in the transcontinental tariff for rates to Farmington. 


Tariff Interpretation—Demurrage on Export Traffic—Stopping 
in Transit for Partial Unloading at One Dock and Reship- 
ping to Another Dock in Same Port Terminal for Final 
Unloading. 


Mississippi —Question: We will thank you to comment fully 
on the following situation: 

A car loaded with lumber was consigned to Gulfport, Miss., 
for export, containing cargo for two vessels, each vessel’s cargo 
to be handled by different forwarding agents. 

The record covering this car reads as follows: Arrived 
Aug. 8, 1931, 10 a. m.; notice given Aug. 8, 1931, 3 p. m.; 
ordered Aug. 22, 1931, 8 a. m.; actually placed Aug. 22, 1931, 
10 a. m.; released Aug. 22, 1931, 4 p.m. Demurrage assessed $5. 

It was necessary for A, to whom the car was originally 
consigned, to completely unload the car to get out his portion 
of the lumber, and then to reload B’s portion. A completed 
handling his portion on the 17, and under the tariff, it is our 
idea, that we should be allowed four days’ free time on a car 
that has been reloaded, and there should be only one dollar car 
service for our part. 


The railroad contends that if we read the tariff this way, 
the free time would expire on the 14th. A released his portion 
of the shipment in the seven days’ free time, and, in view of 
the fact that the car was then reloaded and placed for a second 
vessel and unloaded, we contend it is proper under the tariff 
that we be allowed four days’ free time, which, as stated above, 
would reduce the car service to one dollar. 

Answer: Unless stopping-in-transit to partly unload within 


the destination port terminal on basis of the through rate from 
original shipping point was authorized by the governing tariff, 
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our view is there were two separate and distinct export ship- 
ments made. The inbound road-haul shipment would be the 
first; the switching movement from first unloading dock to the 
place where car was made empty, the second. 

Under paragraph 1, item 780-A, supplement 22, Gulf & Ship 
Island R. R. Port Charges Tariff No. D-2103, I. C. C. 1149, in 
effect when these shipments were delivered, the first shipment 
is entitled to seven days’ free time for unloading. Item 785, 
paragraph 2, provides that on cars held for orders, time will 
be computed from the first 7 a. m. after the day on which 
notice of arrival was given, but paragraph 1, same item, pro- 
vides that when computing time Sundays will be excluded. We 
May say, therefore, that as notice was sent on Saturday, Aug. 
8, free time started at 7 a. m. Monday, Aug. 10, and that the 
10th, 11th, 12th, 18th, 14th, 15th (16th Sunday), and the 17th, 
constitute the free time on the first shipment. 

As to the second shipment which was loaded within the 
Gulfport limits, paragraph 4, item 780-A, provides: 


Forty-eight hours’ free time will be allowed in which to load and 
give disposition of cars loaded within the switching limits of Gulf- 
port, Miss., and forty-eight hours’ free time in addition will be allowed 
in which to unload such cars after placing. 


Inasmuch as the car was made empty at the second dock 
on the 22d, the maximum additional detention was five days, 
the previous unloading having been completed on the 17th. 
As the foregoing rule authorizes four of these days free time 
for loading and unloading, only one chargeable day remains, 
which, according to item 795, should be assessed at $1. 


Liability of Carrier—Joint Liability Between Rail and Foreign 
Water Carrier 

Wisconsin.—Question: Will you please advise your opinion 
of a joint liability in the following situaton, citing authorization 
for your opinion: 

We shipped a small shipment of plumbing materials from 
Milwaukee, Wis., to Buenos Aires, which was refused. The 
shipment moved via rail to New York and ocean carriers be- 
yond. It was ordered returned to Milwaukee, and upon its 
return was found to be in a damaged condition. 


The claim was filed with the rail carriers, who declined 
joint liability, stating that the shipment did not indicate any 
outward evidence of damage, while in the domestic carriers’ 
possession. It is, of course, difficult for us to prove where be- 
tween Milwaukee and Buenos Aires the damage occurred. The 
fact, however, remains that it was damaged upon its return, and 
the question is who is liable for that damage. 

Answer: You do not state whether upon the return of the 
shipment to Milwaukee the damage was concealed and the 
shipment delivered to you under a clear receipt to the carrier 
or whether exceptions were noted on the delivery receipt. For 
answer to a similar question, see our reply to “New Jersey,” 
page 1080 of The Traffic World of November 14, 1931. It would 
be well to ascertain whether the rail carrier, at the port re- 
ceiving the shipment from the water carrier, on the return 
movement, gave a clear receipt to the water carrier. If it did 
such clear receipt will inure to your benefit, for the steamship 
line was acting as your representative in tendering the ship- 
ment to the rail carrier on the return movement. There is no 
joint liability between the foreign water carrier and the domes- 
tic rail carrier, the transportation service rendered by each be- 
ing under its own respective contract with the shipper. 


Tariff Interpretation—Rating on Mixed Carloads of Coal and 
Wood Stoves and Gas Heating Stoves Made Wholly or in 
Part of Material Other than Iron or Steel 
Louisiana.—Question: What rating in Southern Classifica- 

tion will apply on coal and wood stoves, iron, mixed with gas 

heaters, made wholly or in part of material other than iron or 

steel, from Chattanooga, Tenn., to Baton Rouge, La. (C. L.)? 


Consolidated Classification No. 6, item 6, page 476, provides 
for a fourth class rating on heating stoves, but we cannot find 
what the rating would be on coal and wood stoves mixed with 
gas heating stoves, carload. 

Answer: In our opinion there is no mixed carload rating 
provided in the classification for mixed carloads of coal and 
wood stoves made of iron and gas heating stoves, made wholly 
or in part of material other than iron or steel, due to the ab- 
sence of a note in connection with item 9, page 67, of supple- 
ment 18 to Consolidated Classification No. 6, similar to that 
provided for in item 6, on page 476, of the classification proper 
which states that the ratings in item 5 on gas stoves or ranges, 
iron or steel, will also apply on heating stoves made wholly or 
in part of metals other than iron or steel. 

Of course, under the provisions of rule 10 of the classifica- 
tion, there is a basis for a mixed carload charge on such a 
shipment. 
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Tariff Interpretation—Application of Requirement in Rule 34 of 
Classification that One Substitute Car Shall Be Loaded to 
Minimum 
Utah.—Question: Referring to discussion relating to ‘“Ap- 

plication of Rule 34 Two-for-One Requirements,” and your last 

answer to “New York” on page 899 of the October 24 issue. 

Mention is made of National Supply Co. of Midwest vs. C. C. C. 

& St. L., 173 I. C. C. 79, wherein the Commission held that sec- 

tion 3 of rule 34 is unreasonable as to shipments of articles 

the dimensions of which will not permit loading a substitute 
car to its minimum. 

In the case of culvert, which is ordinarily loaded end to 
end on a 46, 48 or 50 foot car, depending on whether it is in 23, 
24, or 25 ft. lengths, substitute car cannot be loaded to the 
minimum. Carrier insists that it could be if the smaller culvert 
were nested within the larger. Shipper contends that this is 
not practicable, that their loading facilities do not take care 
of this, that this is bulky material to handle and that they should 
not be required to load in this manner. The Commission, I 
take it, has ruled rule 34 unreasonable in cases where the mini- 
mum weight cannot reasonably be loaded. 


Do you think that nesting of culvert, some of which is 2 
and 3 feet or more in diameter and over 20 feet in length, is 
a reasonable requirement for carriers to exact of shipper? 

Answer: In the National Supply Company case it was not 
possible to load the boilers to the minimum of the substitute 
car. Not being familiar with the loading of culverts, we are 
unable to say whether or not it is a practical matter to nest 
them or whether the carrier is unreasonable in demanding that 
they be nested. Our view is that if ordinarily and customarily 
shippers of culverts nest them when shipping or in stacking 
or storing them, then the shipper should do so when necessary 
to load his car to the minimum prescribed for that size car. If it 
is not a practical and customary way of loading, stacking or stor- 
ing culverts to nest them, then our view is that it is unreason- 
able to compel you to pay more freight charges than you would 
have paid had you received the size of cars ordered. 

In Briggs & Turivas vs. Director-General, 61 I. C. C. 363, 
the complainant contended he could not load his cars to more 
than 85 per cent of the minimum weight and that the minimum 
was therefore unreasonable. The carriers showed that other 
shippers were loading the same kind of articles to and in excess 
of this minimum. The Commission said: 


Admitting that it was impossible to load the minimum in a few 
of the cars used, it does not necessarily follow that the minimum 
was unreasonable. * * * In McLoughlin vs. T. & P. Ry. Co., 26 I. 
c. C. 307 we held that the minimum was not unreasonable for a 
commodity which varies in density. The test is: What can ordinarily 
be done? 


The fact that a particular shipper’s facilities would not 
permit him to nest his culverts would be of no avail if ship- 
pers generally have found it to be a practical matter to nest 
them. The test is: What can ordinarily be done with respect 
to nesting these culverts? 


Tariff Interpretation—Application of Intermediate Rule Which 
Does Not Restrict the Intermediate Point’s Location to the 
Same Railroad 


Virginia.—Question: Referring to your answer to “West 
Virginia,” on page 1130 of The Traffic World, issue of Nov. 21, 
1931, under the caption “Tariff Interpretation—Application of 
Intermediate Rule in Absence of Term ‘On Same Line,’” please 
give your opinion of the following: 

Publishing agent A publishes a commodity rate from “B,” 
located on the “C” railroad, to destination “D,”’ located on 
the “E” railroad, via intermediate point “F’ on the “GQ” rail- 
road, of 50 cents per cwt. There is no commodity rate apply- 
ing on the commodity in question from the intermediate origin 
point “F,” but there is a class rate applying from “F” to ‘“D” 
of 55 cents, via “G” railroad and “E” railroad. The commodity 
tariff contains the following intermediate origin clause and 
both carrier “B’ and carrier “G”’ concur as “FX-1” carriers; 
the rates are named in separate tariffs: 


* * * from any point of origin from which a commodity rate on 
a given article to a given destination and via a given route is not 
named in this tariff which point is intermediate to a point from 
which a commodity rate on said article is published in this tariff 
via a route through the intermediate point over which such com- 
modity rate applies to the same destination, apply from such inter- 
mediate point to such destination and via such route the commodity 
rate in this tariff on said article from the next point beyond from 
which a commodity rate is published herein on that article to the 
same destination via the name route. 


The commodity tariff contains routing instructions through 
the intermediate point, but the question is, can the intermediate 
origin rate be applied when the lower rate applies from a point 
on a foreign railroad? It is my understanding that the lower 
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lonely caravan plodding slowly over an uncertain 

course. Days of hardships, nights of exposure 
and the ever present danger of thieving tribesmen. 
Such were the rigors and perils of a band of wise 
men and shepherds, bearing glad tidings, gold, frank- 
incense and myrrh as they followed a star to a lowly 
manger in Bethlehem. 

Contrast the scene of almost two thousand years 
ago with the Christmas of today. Man now speeds 
hundreds of miles overnight in absolute safety and 
comfort to spend the holiday season with relatives and 
friends. Fast through merchandise trains have sup- 
planted the beasts of burden. Within a few days, 
precious shipments are brought to man’s very door- 
step from the four corners of the earth. 

Men banded together in those days for preserva- 
tion and protection. After all these years they still 
realize they are dependent upon their fellow beings. 
In recognition and appreciation of neighborly and 
friendly contacts, they still send sincere greetings at 
Christmas time. 

The thirty thousand officers and employees of the 
Norfolk and Western Railway fully appreciate our 
neighbors — the institutions, industries and millions of 
people we serve. As the Yuletide approaches, we 
wish them the happiest kind of a Christmas, and 
pledge for the New Year, unsurpassed service, as a 


1932 contribution toward peace, prosperity and plenty. 
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rate must also apply from a point on the same railroad as the 
intermediate point. 

Answer: Inasmuch as the tariff containing the commodity 
rate from station B is a joint tariff and the rate in question 
is a joint rate applicable via a route composed of roads C, E and 
G, and extending through the intermediate origin “F,” the nat- 
ural interpretation of the intermediate rule is that the com- 
modity rate from a point more distant will apply from any 
intermediate origin point from which a commodity rate is not 
published. Being a joint rate and no restriction in the rule 
that the intermediate origin shall be located on the same rail- 
road as the point from which the commodity rate is specifically 
published, it must be assumed that the roads constituting the 
route from B through F to destination considered that it is im- 
material where the origin on that route is located. To hold that 
the intermediate origin must be on the same railroad as the 
more distant point from which the commodity rate is published 
is to read something into the rule. There is no difference in 
principle between the instant case and that involved in our 
reply to “West Virginia,’ the only distinction being that his 
was an intermediate destination and yours an intermediate 
origin. 

In American Radiator Co. vs. D. & T. S. L. R. R., 115 I. C. C. 
529, the Michigan Central tariff contained a specific rate from 
Detroit, Michigan, to Cincinnati, Ohio, and contained an inter- 
mediate rule that was unrestricted as to location of the inter- 
mediate station. The rate to Cincinnati was applicable via the 
Michigan Central, Monon Route and connections. Cincinnati 
was not reached by the Monon direct. It was sought to apply 
the Cincinnati rate at Indianapolis on the Monon under the 
intermediate rule. Indianapolis was on one line of the Cincin- 
nati route and Cincinnati was on another railroad link of that 
route. The Commission held that inasmuch as the intermediate 
point did not have to be on the same railroad as the point be- 
yond to which the through rate was specifically published, the 
Cincinnati rate was applicable at Indianapolis. 


Liability, of Carrier for Loss of Salesman’s Commission Due to 

Loss or Injury to Shipment Which Prevented Consummation 

of Sale , 

Minnesota.—Question: Two parties entered into a contract 
whom we will designate as A and B. A manufactures a cer- 
tain type of machine which B agrees to sell in a certain territory. 
This is accomplished with the third party, designated as C. 
Shipment was made with C buying the machine and erroneously 
billed to the wrong destination, however, in direct line to B, 
then reconsigned or rebilled to C at another given point. Upon 
arrival at this final destination shipment was damaged to such 
an extent that it was beyond repair, as same was to be used 
for seasonal crops. The length of time required to repair said 
machine would make it absolutely obsolete. C therefore refused 
to accept the machine; B in turn returned the machine to A, 
the latter filing claim for the damaged parts. B also filed 
claim with the carriers, seeking his commission for the loss 
of sale because of this damage. Carriers have declined to 
honor same. Perhaps you have records of decisions in court 
which have a bearing on a situation of this kind. 

Answer: In our opinion, the carrier cannot be held for 
B's loss of commission unless the shipment was consigned to 
him in the first instance and by him reconsigned to C, or re- 
consigned to himself at C’s station, for he would not otherwise 
be a party to the transportation record. He was not the owner 
of the goods, and the carrier could not have had in contem- 
plation possible injury to him in case of damage to the machine 
when contracting for the transportation. Unless he was party 
to the transportation record he was never in privity with the 
carrier. 

If, however, he was named as consignee, or consignor of 
the shipment to C, he had such beneficial interest in the per- 
formance of the transportation contract as would reasonably 
bring within the carrier’s contemplation possible injury to him 
in case of damage to the shipment, and would enable him to 
maintain suit on his own behalf. In Missouri Pacific R. R. vs. 
Peru-Van Zandt Implement Co., 6 L. R. A. 1058, decided by the 
Kansas Supreme Court, threshing machines were shipped by 
a manufacturer at Port Huron, Mich., to a sales agency in 
Kansas. The agency sold only on commission. The shipment 
was so badly delayed as to miss the threshing season, and the 
sale was therefore canceled. The sales agency sued the carrier 
for damages, due to delay. The court said: 


If in this case the machinery had been delivered according to 
contract, the price for which it had been sold would have been realized. 
Out of this amount the commission due the plaintiff would have 
been deducted. * * * We think the amount recovered in the district 
court fairly compensates all parties for the losses sustained. Out of 
this amount the plaintiff will retain a sum equal to the commission 
lost, and must account to the Port Huron company for the remainder. 
Finally, it is insisted that a sale of the machinery was not within 
the contemplation of the parties at the time of shipment, and there- 
fore commission is not a proper element of damages. A railroad com- 
pany must be held to know facts familiar to ordinary people. It 


The Traffic World 











Vol. XLVIII, No. 25 


is fair to assume that a carrier of threshing machines knows what 
they are used for, and that the only purpose implement dealers have 
for shipping such property into the heart of a great wheat country 
is to sell it. When a shipment of threshing machines is made in June 
the inference follows that, if they are not already sold, an immediate 
sale is intended. We think, therefore, that the loss of commission 
is not so remote as to be excluded as an element of damage in this 
case. The general rule that damages caused by the loss of a sale, 
not within the contemplation of the parties, cannot be recovered, 
has no application to the facts here shown. 


Also, see B. & M. R. R. Co. vs. Warrior Mower Co., 76 Me. 
251, to same effect. In that case a mower manufacturer shipped 
a lot of mowing machines to.D, who was to sell them on com- 
mission and to remit the remainder to the owner. The court 
held that D had such a special property in the machines as 
entitled him to maintain an action against the carrier for dam- 
ages sustained by both himself and the owner of the mowers. 
D’s only damage was loss of his commission because the sale 
was not consummated. Also, see Wolfe vs. Missouri Pacific, 
11 S. W. 49, and Collins vs. D. & R. G., 167 S. W. 1179. 


SOUTHEAST ADVISORY BOARD 


Reports presented to the thirty-sixth regular meeting of the 
Southeast Shippers’ Advisory Board at Montgomery, Ala., De- 
cember 11, by basic industries in Alabama, Florida, Georgia, 
North and South Carolina, Tennessee, Virginia and Louisiana, 
forecast a decrease of 5 per cent in the aggregate volume of 
business in the first quarter of 1932, compared with correspond- 
ing period of this year. 

The iron and steel and lumber and forest products indus- 
tries are anticipating a volume of business equaling that of this 
year, with reports indicating slight improvement in building 
operations. The brick, clay and clay products people feel that, 
while their shipments in the first quarter will be about 10 per 
cent under 1931, a much stronger demand will be had beginning 
with the spring weather, according to the report. 

Shippers of cement and crushed stone, sand, gravel and slag 
are expecting decreases under 1931, due to completion of many 
major projects undertaken by the states. 

Because of the agricultural situation, manufacturers of fer- 
tilizer look for a decrease of about 25 per cent, and, though 
advances in the markets have restored confidence, movement 
of grain and grain products will be about 10 per cent under 1931, 
due to the tremendous increase in feeding grains produced in 
the south this year, most of which will be consumed locally, it 
is stated. 

Cotton consumption by mills in the territory improved con- 
sistently in the last five months and an increase of 5 per cent 
is anticipated by shippers of cotton and textiles. Cottonseed 
and products operations will be heavier by about 15 per cent. 

Citrus fruit shipments from Florida will be approximately 
12 per cent below last year, if anticipation of the shippers is 
fulfilled. An unusually large apple crop is expected in Virginia, 
with some decrease in strawberries from Florida. Acreage and 
prospective yields point to a slight increase in shipments of 
potatoes and other fresh vegetables. Lowered production will 
result in a 10 per cent decreased movement of sugar. 

A 5 per cent decrease was predicted by coal and coke op- 
erators, losses to other fuels offsetting the expected increase 
in domestic movement. The petroleum and products industry 
anticipated a 5 per cent better demand. 

An increase of 10 per cent in furniture shipments; de- 
creases of 10 and 20 per cent in movement of pulp, paper and 
products and naval stores, and an aggregate movement of mis- 
cellaneous commodities equaling the first quarter of this year 
wound up forecasts of prospective conditions submitted. 

E. Del Wood, traffic manager, Chattanooga Manufacturers’ 
Association, was elected general chairman of the board; A. J. 
Young, assistant traffic manager, International Agricultural Cor- 
poration, Atlanta, Ga., general vice-chairman, and W. A. Gunn, 
traffic manager, Purina Mills, Nashville, Tenn., general sec- 
retary. 





ATLANTIC STATES BOARD 


Estimated carloadings of freight to be moved in the Atlantic 
states territory in the first three months of 1932 will be 4.1 
per cent below actual shipments in the corresponding period 
of 1931, according to commodity figures presented by members 
of the Atlantic States Shippers’ Advisory Board at New York, 
December 18. 

Reports on all commodities listed disclosed that it will 
require 611,259 cars to handle the business to be offered by 
the basic industries in the east in January, February and March, 
and that, while there are a few lines that will move in heavier 
volume than in the same three months of this year, the 
majority indicate a shrinkage in business. Actual loading for 
the first quarter of 1931 aggregated 637,494 cars. 

This was the eighth annual meeting of the board and 
brought together approximately six hundred prominent indus- 
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trial and railroad traffic officials. While there were a number 
who took an optimistic view of underlying business conditions, 
there was little to be found in the committee reports to sup- 
port them. Trunk line carriers as a whole reported themselves 
in a position to handle all the business offered, there now being 
a greater surplus of available motive power, as well as freight 
cars, than ever before. ; 

The question of broadening the general activities of the 
board came in for discussion, as did the question of railroad 
pickup and delivery service in New York, while a report from 
the newly formed freight claim prevention committee on 
measures that are to be inaugurated to reduce the number of 
claims against the railroads was regarded as of great interest. 

A. J. Brosseau, president of Mack Trucks, Inc., addressed 
the members on “How Motor Trucks and Railroads, Through 
Coordination of Effort, Can Best Serve the Transportation Needs 
of the Country.” H. E. Stringer, vice-president of the Hydraulic 
Press Brick Company, of Washington, retiring general chair- 
man, presided. 

General transportation conditions throughout the country 
were touched on by W. ©. Kendall, of the American Railway 
Association, Washington, as well as by others. A. P. Stevens, 
district manager of the car service division, A. R. A., at New 
York, discussed the transportation situation within the board’s 
own territory. The railroad picture was presented by J. W. 
Roberts, assistant vice-president of the Pennsylvania, chairman 
of the railroad contact committee. 

Commodity forecasts of estimated loadings in January, 
February and March, compared with the actual shipments in the 


same months of 1931, follows: 
—Carloads— 








Esti- 

Actual, mated, % De- 

Commodity 1931 1932 crease 
a ee are 4,806 4,075 15.2 
Flour, meal and other mill products...... 12,299 12,040 2.1 
ae Se ES eee 1,338 7,206 *13.7 
Fresh fruits (other than citrus).......... 10,052 11,560 *15.0 
POCRIOES cs iccscacve Sd petting s revi aia oe ahaa 3,275 3,504 *7.0 
PEGE TROND VORB se dc 66066 e008 steesees 5,083 4,829 5.0 
Poultry and GSiTY PproGuctss.-..6c.uccscccee »247 1,19 4.0 
Anthracite coal and coke...........seceses 335,710 338,599 *0.7 
CEG DI COMO 6 6.6:6 6k 6 666 066-000 ves 10,653 8,522 20.0 
CAVE! SAME ARE BONG. «occ ciccccesecsies 23,637 17,610 25.5 
BEE OR TO ee saan ene 7,447 7,260 2.5 
Lumber and forest products............... 25,312 21,945 13.3 
Petroleum and petroleum products........ 50,144 50,144 einai 
SUGar, SYTUP ANG MOMASES... .....cccccecess 9,10 8,470 7.0 
ge BO ER eee er ret ay eer 42,147 33,717 20.0 
PERCIIOEY WE DOOR eo ic.cc cic ceeiscwswesc 8,367 6,777 19.0 
MMM oc, giatik a brand Grasse Wiens 3:5 casio bk 806 Sas 0r8 se pete 21,737 19,563 10.0 
BSTICK GHG CIAY PTOGUCES. . occsiccecsccveess 6,123 4,531 26.0 
TS ee errr 6,091 4,781 21.5 
Automobiles, trucks and parts............ 5,329 4,329 7.5 
Pog ee a” ere 12,043 10,212 15.2 
Paper, paper board and prepared roofing. .14,565 14,157 2.8 
Chemicals and explosives .............++. 6,496 7,068 *8.8 
Canned goods, all canned food products... 9,485 9,163 3.4 
Total, all commodities listed........... 637,494 611,259 4.1 


*Increase. 


ALLEGHENY BOARD 


The nineteenth regular and fifth annual meeting of the 
Allegheny Regional Advisory Board convened at Pittsburgh, 
December 16, with 300 representatives of rail shippers and 
receivers of freight and the carriers in attendance. According 
to commodity committee reports presented at the meeting, a 
reduction of 10.3 per cent is expected in the total number of 
freight cars required for the transportation of commodities 
originating in western Pennsylvania, eastern Ohio, northern 
West Virginia, and the panhandle of Maryland in January, 
February and March, 1932, as compared with the number 
actually employed in the corresponding period of 1931. This 
means a decrease in requirements of 74,115 cars. 

The commodities for which increased carloadings were pre- 
dicted are: Grain, 10.4 per cent; flour, meal and other mill 
products, 7.4 per cent; hay, straw and alfalfa, 5.4 per cent; 
fresh fruits, 22.7 per cent; potatoes, 33.9 per cent; fresh vege- 
tables, 2.7 per cent; livestock, 9.3 per cent; petroleum and 
products, 11.1 per cent; chemicals and explosives, 5.7 per cent; 
general glassware, 2.2 per cent, and flat building glass, 9.6 per 
cent. 

Decreases were predicted in loadings of the following so- 
called basic products: Coal and coke, 9.7 per cent; gravel, sand 
and stone, 34.0 per cent; lumber and forest products, 16.9 per 
cent; iron and steel, 11.9 per cent; machinery and boilers, 21.3 
per cent; cement, 11.1 per cent; brick and clay products, 13.0 
per cent; lime, 3.4 per cent; agricultural implements and 


vehicles, 2.4 per cent; automobiles and parts, 18.9 per cent; 
fertilizer, 23.2 per cent; paper and products, 3.9 per cent, and 
canned good, 6.0 per cent. 

Railroad transportation and operating executives reported 
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favorably regarding the supply and condition of freight cars and 
locomotives. 

General Chairman Charles Donley ‘presided and introduced 
the principal speaker, C. M. Yohe, vice-president, P. & L. E. 
Railroad, also M. J. Gormley, executive vice-president, American 
Railway Association, Washington, D. C. 

Edwin C. Jepson, general traffic manager, Wheeling Steel 
Corporation, Wheeling, W. Va., was elected to membership on 
the Executive Committee, succeeding A. P. Oxtoby. 

A special committee, composed of all commodity committee 
chairman residing in Pittsburgh, was appointed to consider 
whether or not the board shall establish a committee on freight 
loss and damage prevention—its recommendations to be pre- 
sented to the board at the next meeting. 

Appointment was authorized of a special committee com- 
posed of L. H. Ley (chairman), traffic manager, Kelly-Spring- 
field Tire Company, Cumberland, Md.; Royal E. Cook, traffic 
manager, H. J. Heinz Company; Benj. S. Thomas, general 
traffic manager, Standard Sanitaryware Manufacturing Com- 
pany; E. A. Jack, general traffic manager, Aluminum Company 
of America, Pittsburgh, and Edwin C. Jepson, general traffic 
manager, Wheeling Steel Corporation, to develop ways and 
means for expanding the board’s activities—its recommenda- 
tions to be presented at the next meeting. 

At the request of board members that forecasts be strength- 
ened to reflect the trend of industrial activity, it was recom- 
mended that quarterly questionnaires include inquiry as to the 
amount of tonnage to move via truck as well as rail. 

Mr. Gormley reported that, shortly after the first of the 
year, announcement would be made as to the Commission’s 
decision regarding demurrage on “no bill” cars of coal. He 
said that under the new plan demurrage would be assessed 
against such coal unless on the actual mine track of the 
operator, with certain exceptions approved by the American 
Railway Association. 

J. C. Hall, superintendent, H. & B. T. M. Railroad, Hunting- 
don, Pa., and G. A. Codling, superintendent freight transporta- 
tion, N. Y. C. Railroad, Cleveland, were elected to the railroad 
contact committee. 

The following executive officers were reelected: General 
Chairman, Charles Donley, traffic manager, United States 
Potters’ Association, Pittsburgh; vice-general chairman, W. P. 
Buffington, traffic manager, Pittsburgh Coal Company, Pitts- 
burgh; chairman, executive committee, Ernest H. Gilbert, pres- 
ident, Gilbert Fuel Corporation, Morgantown, W. Va.; _ vice- 
chairman, executivce committee, L. G. Hults, traffic manager, 
United Engineering and Foundry Company, Pittsburgh; general 
secretary, L. H. Ley, traffic manager, Kelly-Springfield Tire 
Company, Cumberland, Md.; secretary, Charles Brooks, assistant 
to district manager, American Railway Association, car service 
division, Pittsburgh. All members of the executive committee 
were reelected. 

The next meeting will be held at Pittsburgh, March 17. 


GREAT LAKES BOARD 


Approximately 500 representatives of leading industries and 
railroads convened at the Hotel Statler, Detroit, December 16, 
at the thirty-fourth regular meeting of the Great Lakes Regional 
Advisory Board. A forecast of business for the first three 
months of 1932 was presented by committee chairmen, covering 
all commodities originating in the territory. The aggregate 
number of carloads of twenty-four of the principal commodities 
totaled 289,114, in comparison with 304,808 in the same period 
of 1931. While these figures represent approximately a five 
per cent decrease, it is notable that the anticipated decrease 
is less than in any quarter in the previous two years, it is 
stated. 

Many of the individual reports were less pessimistic in tone 
and indicated a general feeling that the first quarter was more 
or less preparatory to better conditions in the second and suc- 
ceeding quarters of 1932. The trend of the reports was to the 
effect that consumers inventories in all industries were down 
to the minimum and that it would be necessary to replenish 
stocks. 

The estimate of carloadings for the automobile industry is 
about on a parity with the figures for 1931. K. A. Moore, of the 
National Automobile Chamber of Commerce, reporting for the 
automobile committee said: “Automobile shipping for the first 
three months of 1932 will be governed entirely by public ac- 
ceptance of new offerings by the industry. Great efforts are 
being made to make new models attractive in every way, par- 
ticularly in value, and much energy is being expended in pub- 
licity and advertising.” 

Walter M. Lorenz, traffic manager, Otis Steel Company, 
Cleveland, and chairman of the iron and steel committee, com- 
mented on the decrease in the number of cars estimated for 
loading in that industry and said that the estimate did not cover 
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—where the 
tell-tale crosslines 


meet! 


~~ 


SURVEYING, as in big-gun 
practice, there is, on the sighting 
telescope, one definite point which 
registers dead center on the target. 


You bring the instrument to bear. 
. . - Where the tell-tale crosslines 
meet, there is your bull’s-eye. 


* * * * * 


Similarly is it possible by calcula- 
tion, substituting commercial divi- 
sion lines for the geometric hori- 
zontals and perpendiculars, to focus 
the one geographic location where 
your business would prosper most. 


Find it, and you find the true ful- 
crum of trade for your industry— 
the one spot where both for today 
and tomorrow your activities would 
find their best reward. 


Here is no fantastic thought. You 
are dealing with costs, volumes, sales, 
receipts and profits. Nothing is surer 
than that at certain determinable 
points any given factor, as, for exam- 
ple, cost of raw materials, is lower 
than elsewhere. Connect such points 
with a line, and you have an illumi- 
native meridian. 


“But,” you may say, “material 
costs are only one small factor in my 


problem.” True. Your costs of 
manufacturing are another. And 
there is nothing to prevent a think- 
ing man from establishing a similar 
meridian for manufacturing costs, 
or others for distributing costs, or for 
markets, for freight-rate structures, 
or for any other significant factor. 


Such lines in themselves are full 
of meaning. Their junction point 
may be nothing short of a revela- 
tion. For it indicates, as nothing 
else can do, the supreme advantage- 
point for you—the locational bull’s- 
eye for your industry; where the 
sum of all costs is the lowest. 


* * * * * 


In many a typical industry, the 
projection of such advantage-lines 
will find their crossing near the center 
of the country. More specifically, 
such crossings are very likely to be 
close to St. Louis. Analysis by great 
concerns has repeatedly found them 
so. Basic conditions make them so. 


It might pay to study and com- 
pare the advantages of your present 
location with those of a St. Louis 
location. The conclusion will be 
clearer if you reach it by yourself. 
But any definite facts and figures 
which you lack, it would be our 
pleasure to supply. 


INDUSTRIAL BUREAU of 
the INDUSTRIAL CLUB 


509 Locust Street, St. Louis 
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production, inasmuch as many cargoes of iron and steel are 
now moving via water on motor truck, particularly on short 
hauls. 

Movement of grain in the coming three months will ap- 
proximate shipments in the first quarter of 1931, and a very 
small decrease is anticipated in flour, feed and other mill prod- 
ucts, according to W. E. Maloney, of the Buffalo Corn Exchange. 
Building programs are at a low ebb and road construction work 
is dependent largely on governmental plans for financing needed 
improvements, according to W. D. Goble, of the National Lime 
and Stone Company, Findlay, Ohio. 

A prediction that a reserve of purchasing power, dammed 
up the last two years because of an ill-advised under-buying 
and under-maintenance program by every branch of industry, 
will suddenly burst the flood-gates and release a great renewal 
of business activity was made by Julien L. Eysmans, traffic 
vice-president of the Pennsylvania. 

“Making all allowances,” he said, “for the great numbers 
of the unemployed, for part time employment, for lower wage 
scales, and for reduced income returns on investment, our peo- 
ple today are spending at a rate far lower than would be soundly 
justified by their aggregate income. 

“In consequence, we are piling up unparalleled deficiencies 
of manufactured products in every direction. The railroads are 
being under-maintained, as a result of reduced traffic caused by 
the over-cautious state of mind of the people. The manufac- 
turing industries are treating their plants and facilities in a 
similar way. 

“The country is really being run on tires worn to the fabric. 
People are neglecting repairs and routine adjustments. But the 
time must come when a forward step will have to be taken.” 

The railroads will be the’ first direct beneficiaries from in- 
creased movements of basic materials, and the great bulk of 
the traffic will again be borne on rails, Mr. Eysmans said. Pub- 
lic sentiment was never so friendly and sympathetic to rail- 
roads as it is today, he said. However, he explained, the new 
child of transportation—the motor truck—was now at the period 
of minimum regulation and in the future national regulation of 
truck traffic would be adopted, in the interest of all, by force 
of obvious necessity. 

A summary of car requirements for the various com- 
modities the first quarter of 1932, in comparison with 1931, as 
presented by the commodity committee, follows: 











—Carloads— 
sti- 
Actual, mated, % De- 
Commodity 1931 1932 crease 
NR PE hs ncirlt nesta a aicds Ges baa oe Shanes atn diated eietmuae 17,639 17,600 esiniae 
Flour, meal and other mill products...... 40,040 38,000 §.1 
pO a ; } 7,000 13.5 
PEO BUNGE. 5ios:0 Dees ecevseeer ese edawewenses 1,100 6.4 
ID dk nana aenaetwceess petieemiim a weaamieal 2,800 *139.8 
COEROE TIORT VOROTADION 6 6:06.6vccesicccccescaee 3,000 16.1 
AN RE 6 win 6:6 o Wale aide dor are Ria wine emibe 8,000 a | 
eo re eee 15,400 eee 
EG GI GOMOOMITRUOR, 6c civeiiccinccvaces 8,400 8.8 
GTAVel, SANG GNA StONE....0cccccccce ne 8,400 26.7 
MUN odio GUaia ela One Gein eb eid aiae aib ace eee 8,300 1.9 
Lumber and forest products 4,300 6.2 
SUGAT, BYFUY ANA MOMSBOG. 0.060 ccsecvvees 1,093 a 
ip Ree re rT Teer rer re 37,000 12.5 
DCENSINOE “TEI WOMOI so oce 6666 0:6 00. 0:5:5:0:0-000 4,137 3,500 13.1 
EES SE ane ee perenne eet mee eee 2,549 2,350 7.8 
ESTICK GRE CIBY PLOGUCIS. <6... scccveccccecs 4,026 3,500 13.0 
eS ne eee 7,912 7,100 10.3 
Agricultural implements end vehicles other 
ee Pe ere »DdoT 1,275 18.1 
Automobiles, trucks and parts............ 78,582 78,138 ieee 
og ee rrr ere 3,043 2,283 25.0 
Paper, paperboard and prepared roofing... 9,315 8,725 6.3 
Canned goods (all canned food products).. 3,359 3,200 4.7 
PE: ns cai sed bee wee cae ene neeud mes tees 304,808 289,114 5.1 


*Increase. 


CENTRAL WESTERN BOARD 


The twenty-fourth regular meeting of the Central Western 
Shippers’ Advisory Board at Pocatello, Idaho, December 8, is 
said to have been one of the most interesting held by the organ- 
ization. Reports of commodity committees indicated increases 
in six of the twenty-nine commodity groups, in the first quarter 
of next year, as follows: Flour, meal and other mill products, 
1.2 per cent; apples and fresh fruits, 10.1; petroleum and petro- 
leum products, 2.2; sugar, 2.6; chemicals and explosives, 35.1; 
merchandise and L. C. L. freight, 2.8. The share of the esti- 
mated shipments for the quarter represented by the six com- 
modities represents 33.6 per cent of all loadings for the ter- 
ritory, reducing the estimated average decrease in the total 
volume of loadings to 8.9 per cent for the five states. 

Decreases in loadings, estimated by the committees, in- 


cluded 75.9 per cent in automobiles, trucks and parts; 48.9 per 
cent in fresh vegetables; 42.5 per cent in grains; 40.9 per cent 
in agricultural implements and vehicles (other than automo- 
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biles); 1.3 per cent in steel products; 1.7 per cent in cement, 
and .3 per cent in packing-house products. Ores and concen- 
trates, with a reported estimate of 9,535 cars, and potatoes, 
with an estimate of 19.400 cars, were the only large movements 
expected to show very material decreases. These were 18.9 
per cent and 20.1 per cent, respectively. 

Highlights of the meeting included addresses by F. E. Win- 
burn, special representative, freight claim division, American 
Railway Association; Governor C. Ben Ross, of Idaho; W. Mont 
Ferry, president, American Silver Producers’ Association; 
Douglas Scalley, district manager, Utah-Idaho Sugar Company; 
Robert N. Bell, consulting geologist and minerologist; and H. 
G. Taylor, manager, public relations section, car service divi- 
sion, American Railway Association. 

Mr. Winburn pointed out the strides that have been made 
in recent years in the reduction of losses to carriers and 
shippers through studies of major causes for losses in handling 
freight and the application of remedial measures, stressing the 
importance of sincere cooperation between carrier, shipper, and 
receiver in further practical savings to each. He stated that, 
in the last ten years, the great volume of annual losses in 
damage, pilferage, deterioration, etc., which applied to a multi- 
plicity of commodities, had been reduced to a comparatively 
few commodities, such as those of a fragile nature or perish- 
ables. Continued study of the problem and cooperation between 
shipper and railroad in the application of remedial measures, 
he stated, would show material gains in cutting down the 
losses in the commodities mentioned. 

Governor Ross’ remarks were confined largely to the prob- 
lem of distribution and marketing of Idaho’s agricultural crops, 
stressing the importance of railroad service. 

Mr. Ferry dwelt on the subject of “bimetalism” and its 
effect on agricultural markets, stressing the importance of the 
remonitization of silver upon a definite ratio with gold and the 
necessity of nations augmenting the limited amount of gold with 
silver as a medium of exchange. 

Mr. Scalley and Mr. Bell described the possibilities of 
development and utilization of the mineral deposits in Idaho, 
especially referring to the huge depoits of phosphate rock and 
its conversion into commercial fertilizer. Mr. Bell treated the 
subject from the point of view of the increasing value of such 
development to the state, and its taxation probiems, purchasing 
power, etc., while Mr. Scalley pointed out the necessity of soil 
studies and maintenance of soil fertility. 

Mr. Taylor dealt with the economic condition of the nation 
and its industries, affirming the belief that a ‘‘nation of leaders” 
such as the United States will ultimately profit greatly by the 
reverses of recent months, through application of knowledge 
gained in the prevention of future conditions of similar natures. 

In the absence of General Chairman J. W. Shorthill and 
Alternate General Chairman R. E. Bristol, the meeting was pre- 
sided over, by Idaho Division Chairman J. D. Rigney, who is 
chairman of the utilities commission of Idaho. 

No complaints of a service nature were presented by ship- 
pers and the railroads indicated condition of properties such 
as to handle all traffic offered in an efficient manner. 

The board voted to hold the next meeting June 20 and 21, 
at Trout-dale-in-the-Pines, Colorado, a resort hotel, approxi- 
mately 30 miles from Denver. The Traffic Club of Denver and 
the Denver Commercial Traffic Club will be hosts for the occa- 
sion and expect to hold their annual summer meetings jointly 
with the board. There were over 200 present at the Pocatello 
meeting. 





CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period De- 
cember 1-7, inclusive, was 664,769, as compared with 659,346 
cars the preceding period, according to the car service division 
of the American Railway Association. It was made .up as 
follows: 


Box, 297,420; ventilated box, 1,921; auto and furniture, 51,981; 
total box, 351,322; flat, 24,248; gondola, 150,719; hopper, 92,174; total 
coal, 242,893; coke, 985; S. D. stock, 24,430; D. D. stock, 5,055; re- 
frigerator, 13,741; tank, 685; miscellaneous, 1,410. 

Canadian roads reported a surplus of $43,060 cars, made up 
of 34,550 box, 4,300 auto and furniture, 1,250 flat, 875 gondola, 
1,175 S. D. stock, 150 refrigerator and 760 miscellaneous cars. 


CIVIL SERVICE COMMISSION 


The United States Civil Service Commission announces a 
competitive examination for automotive engineer. 

Applications must be on file with the U. S. Civil Service 
Commission at Washington, D. C., not later than January 19. 
The examination is to fill a vacancy in the Ordnance Depart- 
ment at large of the War Department, for duty at Aberdeen 
Proving Ground, Md., and vacancies occurring in similar posi- 
tions throughout the United States. The entrance salaries range 
from $3,800 to $4,600 a year. 
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PORT 
ALBANY 
Newest Inland 
North Atlantic Seaport 


Within 250 miles there reside :— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 














Harbor—30 ft. deep with 1,000 ft. turning basin; 
143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docks—4,400 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 


Accessible to 85°% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area~—pavement, water, sewers, power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 


74 Chapel Street, Albany, N. Y. 
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Doings of the Traffic Clubs 





In a warmly contested election, W. E. Alderson (whose 
portrait is here presented), assistant general freight agent, 
Wabash, was elected president of the 
Traffic Club of Kansas City at its an- — 
nual meeting at the Baltimore Hotel 
December 14. Out of a possible 363 
ballots, 332 were cast. Mr. Alderson’s 
pre-transportation experience began 
with his birth September 30, 1885, on a 
farm in Illinois and culminated with his 
graduation from the high school at 
Lenox, Ia., in 1902. Immediately there- 
after he went to work for the Burling- 
ton, serving as telegrapher for that line, 
the Great Northern, Union Pacific, Mis- 
souri Pacific and, finally, in 1904, the 
Wabash, with which he has been asso- 
ciated ever since. From telegraph op- 
erator he advanced to chief clerk in the 
live stock office, and then, successively, 
to live stock agent, district freight agent, 
division freight agent, and his present 
position. He is well known in traffic and 
transportation circles in Kansas and in Missouri River cities. Other 
officers elected were as follows: First vice-president, John G. Page, 
traffic manager, Kansas City Structural Steel Company; second 
vice-president, H. F. Kleine, general agent, D. & R. G.; direc- 
tors (industrial), J. H. Kline, traffic manager, K. C. Wholesale 
yrocery Company; R. D. Smith, traffic manager, Ford Motor 
Company; (railroad) D. R. Alexander, city freight agent, Union 
Pacific; R. G. Buckmaster, general agent, Texas and Pacific. 
At a meeting of the officers December 15 A. A. Luttrell, traffic 
agent, Alton Railroad, was reappointed for his seventeenth con- 
secutive year as secretary-treasurer. A Christmas luncheon, to 
which ladies are invited, will be given December 21. 

Cliff N. Mabie is the new president of the Traffic Club of 
Memphis. He was born at Iola, Kansas, September 28, 1885, 
and was reared and educated in Kan- 
sas. His entire business career has 
been in railroad station service, with 
one company. He entered the service 
of the Choctaw, Oklahoma & Gulf Rail- 
road Company, as clerk, at Wilburton, 
Oklahoma, in April, 1903. That line 
was taken over by the Rock Island 
the same year, so he considers that 
his entire service has been with the 
Rock Island. He _ served as _ clerk, 
cashier, and chief clerk at various sta- 
tions, and in August, 1907, was made 
agent at Lonoke, Arkansas. March 1, 
1911, he was made local freight agent 
at Little Rock, Arkansas, and in July, 
1917, was transferred to Memphis, 
Tennessee, where he has since been 
local freight agent. The other officers 
of the club are as follows: A. P. Mat- 
thews, first vice-president; Herman Mendow, second vice-presi- 
dent; N. C. Osborn, secretary-treasurer; directors: A. M. Argo, 
T. E. Babb, Lee Bolen, Warren Brown, W. B. Durrett, E. A. 
Easley, H. C. Frick, D. L. Gatewood, E. J. Heffernan, W. T. 
Page, R. D. Peeler, J. E. Saino, Guy Schilling, G. J. White, F. R. 
Zimmerman. 








Over one hundred and fifty members of the Traffic Club of 
Chicago, with guests from the Junior Traffic Club and the 
Women’s Traffic Club, attended the open forum meeting in the 
club rooms the evening of December 16. The subject was 
“Intercoastaal Transportation,” in pursuance of the program 
adopted by the public affairs committee, under the auspices 
of which the open forum meetings are held. The speaking was 
preceded by sound motion pictures presented by the American 
Hawaiian Steamship Company, showing the loading of cargo at 
the Atlantic seaboard, transit of the Panama Canal, and dis- 
charge at Pacific coast ports. Prof. L. C. Sorrell, chairman of 
the public affairs committee, presided and opened the discussion 
by presenting the problem in its various aspects. Others who 
participated were: T. C. Powell, chairman of the board, C. & 
E. I.; F. B. Houghton, vice-president, Santa Fe; T. E. Bond, 

(Continued on page 1370) 
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ersonal — 
Service 


PERSONAL SERVICE is a such overworked phicwe. 


It can mean any number of things. 



















But we—the Soo Line family—use it in a very par- 
ticular sense. We don’t mean that in our relations with 
you there’s a lot of personal contacting, back-slapping, 
and all those things too often called “personal service.” 


We are an impersonal organization doing personal 
things. 

What we mean is this: Every piece of freight we 
carry, a crate or a trainload, is handled exactly as if it 
were a personal matter with each one of us to see that 
it reaches its destination unharmed and on time. 


We consider ourselves on trial until we have per- 
sonally carried through, each of us in our own way, 
what you, the shipper, desires. 


That’s our idea of “personal service.” 
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TIME-SAVING 
ADVANTAGES 


OF OUR 


NEW FREIGHT SERVICE 


1. LOCAL PICKUP AND 
DELIVERY SERVICE, by 
motor truck, in all com- 
munities on the Chicago 
Aurora and Elgin, including 
Chicago! 


OVERNIGHT DELIVERY 
OF FREIGHT, to and from 
Chicago—whether a pound 
or 100 tons! 


CLOSE CONNECTIONS 
WITH FAST MERCHAN- 
DISE TRAINS leaving Chi- 
cago for all points in the 
United States, Canada and 
abroad! 





Have our Representative explain 
this new service in detail. Merely 
write or telephone Traffic Depart- 
ment,andaRepresentativewillcall. 


AURORA AND ELGIN 
RAILROAD = 







W. C. RITTER TRAFFIC MANAGER 
72 W. ADAMS ST., CHICAGO Phone State 0517 
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Personal Notes 





C. D. Gibbons has been appointed assistant treasurer of the 
Merchant Fleet Corporation and assistant disbursing officer of 
the Shipping Board, succeeding R. M. Hicks, who has resigned 
to become assistant treasurer of the newly organized United 
States Lines Company. Mr. Gibbons has been financial exam- 
iner in the office of treasurer of the Fleet Corporation. 

Jos. H. King has been appointed assistant to general traffic 
manager, Phelps-Dodge Corporation, at New York. The office 
of eastern traffic agent has been abolished. 

Positions of assistant superintendent of the Galesburg and 
Ottumwa divisions, C. B. & Q., have been abolished. 

W. B. Phillips, freight traffic representative, Alton & 
Southern Railroad, has been placed in charge of a newly opened 
solicitation office of the company in New York. 

W. S. Curlett, tariff publishing agent, Trunk Line Tariff 
Bureau, addressed the student body of the Academy of Advanced 
Traffic, New York, in the assembly room of the Merchants’ 
Association December 18. His subject was “The Eastern Class 
Rate Case.” Alumni and students of the school are forming an 
organization for the furtherance of educational and social activi- 
ties. 

One hundred and twenty years of Frisco service is repre- 
sented by three of the Frisco’s traffic department officers who 
retire January 1, when they reach the age limit of 70 years. 
The men are Charles H. Morrill, traffic manager for the Pacific 
coast territory, with headquarters at Los Angeles and San Fran- 
cisco, Who has had 19 years’ service; O. M. Conley, general agent 
in the Pittsburgh territory, at Pittsburgh, Pa., who has 48 years’ 
service, and L. W. Price, general agent at Oklahoma City, in 
charge of passenger activities in that territory, who has 53 
years’ service. E. F. LeFaivre, general agent at Seattle, Wash., 
will be transferred to the Los Angeles office as general agent 
and Mr. Morrill’s position as traffic manager will be abolished. 
T. W. Bennett, general agent at Cleveland, will succeed Mr. 
Conley as general agent at Pittsburgh. A successor to Mr. Price 
at Oklahoma City has not yet been appointed. Other promo- 
tions include the appointment of Roy Pierce, traveling freight 
and passenger agent at Cleveland, to succeed Mr. Bennett; Carl 
qray, soliciting freight agent at Cleveland, to succeed Mr. 
Pierce; James L. Scales, rate clerk in the St. Louis freight 
department, to succeed Mr. Gray at Cleveland, and William H. 
Brewer, chief clerk in the Denver traffic office, to succeed Mr. 
LeFaivre at Seattle. 

C. H. Stinson has been appointed general freight traffic 
manager, Wabash, and Sidney King has been appointed freight 
traffic manager, with headquarters in St. Louis. L. A. Blatter- 
man has been appointed general passenger agent, with head- 
quarters in St. Louis. The following appointments have also 
been made: D. E. Gilbert, assistant general freight agent, To- 
ledo; G. C. Knickerbocker, division freight agent, Chicago; 
P. L. Johnson, general agent, freight department, Houston; G. 
F. Harrigan, perishable freight agent, Harlingen, Tex.; R. D. 
Farrell, district freight and passenger agent, Portland, Ore.; 
H. S. Hemingway, traveling freight and passenger agent, Seattle. 


DOINGS OF THE TRAFFIC CLUBS 
(Continued from page 1368) 


traffic manager, E. J. & E.; T. W. Evans, vice-president, Indiana 
Harbor Belt; and H. A. Palmer, editor The Traffic World. There 
were steamship men present, but none took part. The con- 
sensus of those who spoke seemed to be that the steamship 
operators were unable to bring about stability in rates and 
service themselves and that there ought to be some sort of 
government regulation, not only for the benefit of the steam- 
ship operators but for the sake of fairness to the railroads. 
Opinions differed as to the degree and method of regulation 
necessary. A team of fifteen bowlers from the Traffic Club of 
Chicago defeated a similar number of representatives of the 
Traffic Club of Milwaukee in a three-game match at Milwaukee 
December 12. High total score for the three games was made 
by B. J. Schilling, of Chicago, with 603. A second and final 
three games between the two clubs will be played at Chicago in 
January. 





The Pacific Traffic Association has elected the following 
officers: President, George A. Culbert, traffic manager, General 
Electric Supply Corporation; first vice-president, H. H. Pierson, 
traffic manager, Williams, Dimond & Co.; second vice-presi- 
dent, L. H. Wolters, traffic manager, Golden State Company, 
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WHERE WATERWAY — RAILWAY — HIGHWAY MEET 


There Is 


NOTHING 


TOO AWKWARD 
for Us to Handle 








NYTHING you can load at point of shipment, we can 
unload. There is nothing too cumbersome or un- 
wieldy for us to handle. The illustration above shows 

a typical case. These exceedingly long steel beams were 
just a simple, everyday job for one of our overhead 
traveling cranes. 


Whether goods come by rail, truck or barge, they arrive 
directly at our terminal. We forward them by any desig- 
nated means, distribute them promptly, or store them, as 
you may desire. Whether goods remain with us an hour or 
a month or longer, they remain on the same skids on which 
we place them on arrival, and they are not again re-handled 
until we load them for final shipment. 


Full details of our interesting service, together with rates, 
will be sent on request. 


| MEAD-JOHNSON 
TERMINAL CORPORATION 


J. D. Beeler, V. Pres. and Gen. Mgr. 
1830 West Ohio Street Evansville, Ind. 








Ltd.; third vice-president, A. M. Reinhardt, assistant general 
freight agent, Santa Fe; executive secretary, D. N. Yeaman, assist- 
ant to traffic agent, Southern Pacific-Golden Gate Ferries, Ltd.; 
treasurer, Earl B. Smith, traffic manager, Sperry Flour Company; 
directors, L. C. Magnus, traffic manager, Hirsch & Kaye; C. A. 
Perkes, assistant traffic manager, Dollar Steamship Company; 
C. S. McLenegan, vice-president and manager, Pioneer Express 
Company; W. J. Lane, traffic manager, Guggenhime Company. 

At a “Christmas Party” at the Women’s Traffic Club of San 
Francisco at the Women’s City Club December 17, members 
contributed food for distribution to needy families of San 
Francisco. 

At a “Ladies’ Day” luncheon of the Traffic Club of Wichita 
at the Innes Tea-room December 17, City Manager Pankhurst 
spoke on “The Investors’ Syndicate.” 








The Traffic Club of Kansas City will give a Christmas 
luncheon at the Hotel Baltimore December 21. The Rev. J. W. 
Keys, pastor of St. James Parish, will be the speaker. The 
ladies are invited. Music will furnish the entertainment. 





S. E. Dillon, the new president of the Traffic Club of Wichita, 
to be installed January 9, was born at St. Joseph, Mo., October 8, 
1891. He was graduated from St. Joseph 
Central High School and was sent to a 
theological college as his father, the 
late Rev. S. R. Dillon, had his heart set 
on his son becoming a minister of the 
gospel. After two years in college, he 
took employment in the Missouri Pa- 
cific local office at St. Joseph, Mo., be- 
ginning twenty years of continuous rail- 
road work without the loss of a single 
day’s time. After several years in vari- 
ous capacities with the Missouri Pacific 
at St. Joseph, he became chief clerk to 
the general agent. He resigned this 
position and accepted one as traffic 
manager for a wholesale and jobbing 
house in St. Joseph but was dissatisfied 
there and took the government exami- 
nation for freight rate work with the 
Interstate Commerce Commission in 
Washington and received the appoint- 
ment. Shortly thereafter, the United States entered the world 
war and put him to exporting meat to the allied forces at a 
salary equal to that of a first lieutenant. At the close of hos- 
tilities he went with the Chicago Great Western as chief clerk 
to the assistant general freight agent, St. Joseph, Mo.; then he 
became traveling freight agent, traffic agent, and finally general 
agent at Wichita, which position he now holds. 








A Stock Yards “stag” party, sponsored by the Traffic Club 
of Denver, the Commercial Traffic Club of Denver, and the Den- 
ver Passenger Association, will be given December 19. Dinner 
will be served and a number of games will be played. 





At the last meeting of the Metropolitan Traffic Association 
at the 69th regiment armory, New York, December 10, there 
was an attendance of more than 125. The program was pre- 
sented by three members of the Port Authority of New York. 
W. B. Hedden, chief of the bureau of commerce in charge of 
development and operation, spoke on the work of his organ- 
ization. Colonel P. L. Gerhardt, industrial consultant, spoke 
on the facilities and purpose of Inland Terminal No. 1, his 
talk being followed by the showing of a three-reel moving 
picture illustrating that; and H. S. Quigel, in charge of real 
estate, spoke on “Acquisition of Real Estate by the Port Au- 
thority.” It was decided to dispense with further meetings in 
December, the next meeting being set for January 14. 





The talking picture, “Intercoastal Cargo,” will be exhibited 
by the American-Hawaiian Steamship Company at a meeting 
of the Bridgeport Traffic Association at the University Club 
December 21. A buffet luncheon will be served. 





At a meeting of the Traffic Study Club of Atlanta at the 
Henry Grady Hotel December 18, Charles Barham, vice-president 
and traffic manager, N. C. & St. L., spoke on “Romance of 
Transportation.” 





“Sinclair Companies’ Day” was observed by the Traffic Club 
of Fort Worth at the Blackstone Hotel December 17. The pro- 
gram was furnished by the Sinclair Oil Company. George S. 
Norman, assistant district manager in charge of lubricating 
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FREIGHT AND PASSENGER SERVICE 


Between 


New York New Orleans 


Boston and San Francisco 


and 





sb nanvenvocerannnensenevensspneornascenscsienneconecertecconereneeges 


Cuba, Jamaica, Panama, Colombia, Costa Rica, Guatemala, 
Honduras, British Honduras, Mexico, Nicaragua, Salvador. 


Weekly service with transhipment at Cristobal (Canal Zone) 


Itinerary: New York-Havana- Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 18 Days Coast-to-Coast in 
either direction. Thoroughly modern freight facilities 
and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 
automobiles uncrated as baggage. 
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3 NEW ELECTRIC LINERS 


General Offices: One Federal St., Boston, Mass. ALL 33,000 TONS IN SIZE 
S.S. CALIFORNIA S.S. VIRGINIA 


S.S. PENNSYLVANIA 


Proposed Sailing Dates 
Westbound Eastbound 


; from New York SanFrancisco—*LosA : 

to West Coast Ports of Central America, South America lial oa Sein en ge 

: ° ° r A Virginia ... Dec. 26; Feb. 6 California .. Jan. 2; Feb. 13 F 

and Mexico at differential rates. Through bills of lading Pennsylvania. Jan. 9;Feb.20 Virginia ... Jan. 16; Feb. 27 H 

to all points. California ..Jan.23; Mar. 5 Pennsylvania. Jan. 30; Mar. 12 i 

. — . and fortnightly thereafter H 
Shipments to El Salvador handled expeditiously via Puerto "Silas ib Aeeetidnd dentitivates 


Barrios, Guatemala, and the International Railways of Cen- 
tral America. 


For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


1001 Fourth 8t., Pier 3, Nerth River, 321 St. Charles St., 
San Francisce, Cal. New Yerk, N. Y. New Orleans, La. 
Leng Wharf, 111 W. Washingten St., 
Boston, Mass. Chicage, Ill. 


vvnnenenivenenonnntn ney: 
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Pier 

(West 23rd St.) Tel. CHelsea 3-6760 Tel. Digby 4-5800 

Chicago, 180 North Michigan 

a. Public a ne. Baltimore, Baltimore Trust Bldg. 
t. 


fonoma facifie line 


* ALL NEW STEAMERS + 
INTERNATIONAL MERCANTILE MARINE COMPANY 


61 North River, New York City 1 Broadway, New York City 


Ave. Boston, 84 State St. 


sco, 687 Market Los Angeles, 548 S. Spring St. 


an Franci 
Cleveland, 1000 Huron Road San Diego, 1030 Fourth St. 


Teens nesernenenacenns: eDenEneennseUvesnanenieeneneneganoranpesecenersnenenonersianereuicensnaciaoenrenecnnonny 


a your “Orders taken by your salesmen 
SHIPPING ROOM today, will be delivered tomor- 


in the Heart of 


GREATER NEW YOR 







JERSEY CITY, N. J. 


LACKAWANNA 


TERMINAL WAREHOUSES : 


row. to the doors of your cus- 


tomers located in greater New 


kK York, Long Island, Westchester 


A County, Hudson River Valley 
points as far north as Albany 
and Troy. northern and cen- 
tral New Jersey and Connec- 
tieut. Save money by consoli- 
dating L. C. L. shipments into 
earloads, consigned to us for 


immediate distribution. Un- 





exeelled warehousing facil- 


ities. Lowest Insurance rates.” 
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IMPORT 


through HOUSTON 


(A Em i jE im (flim fn fin. in. fn. 


Houston is the logical port of entry for the vast 
amounts of raw materials that are used by the 
62 Steamship lines 
schedule regular sailings to every part of the 


industrial middle’ west. 


globe and full cargoes or parcel lots can be 
arranged at advantageous rates for the return 
sailings. 


Houston enjoys extremely low rates in the pref- 
erential and neutral territories, which include 
almost all the middle United States. Customs 
and consular offices are arranged for utmost 
expediency. 


III DSI OI SIO 


We feel that Houston can render 
a real service to many industries 
and businesses not now utilizing 
this port. If you are importing let 
us send you the Houston Port 
Book and Port Register with their 
wealth of interesting facts and 


Statistics. 


A line on a post card will bring them 
regularly. 


DIRECTOR of the PORT 


J. Russell Wait 
COURTHOUSE BLDG. 


HOUSTON 


» 
» 
» 


TEXAS 
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sales, spoke on “How the Oil Business Affects Your Business.” 
P. A. Pickel, traffic representative of the company, was master 
of ceremonies. There was group singing and other entertain- 
ment. Officers were elected. 





Robert E. O’Rourke, general manager of the American 
Overseas Forwarding Company, was elected president of the 
New Orleans Traffic Club at its annual election December 14. 
Other officers named include: Vice-president, M. C. Sherwood, 
traffic manager, J. Aron and Company; second vice-president, 
F, A. Edmondson, general agent, St. Louis and Southwestern; 
third vice-president, G. W. Way, assistant traffic manager, 
Aluminum Line; secretary, E. C. Marks; treasurer, W. H. 
Trauth, traffic manager, New Orleans and South America 
Steamship Company; directors W. H. DeFrance, J. C. Hext, L. 
J. Karter, and G. M. Leininger. 





At the monthly meeting of the Transportation Club of Des 
Moines at Younkers’ Tea Room, December 21, Leo A. Mathews, 
district passenger agent, Dollar Steamship Lines, will give an 
illustrated lecture on the orient. An unusual program of en- 
tertainment is promised. 





At a special luncheon to members of the Atlantic States 
Shippers’ Advisory Board at the Pennsylvania Hotel December 
18, the Traffic Club of New York had as its speaker A. J. Bros- 
seau, president, Mack Trucks, Inc., whose subject was “How 
Motor Trucks and Railroads, Through a Coordination of Effort, 





Can Best Serve the Transportation Needs of the Country.” 
“Open house” will be held in the club rooms, with professional 
entertainment, the afternoon of December 24. 





W. L. Meyers, Missouri-Kansas-Texas Lines, has been elected 
president of the Traffic Club of Tulsa. 





A “Children’s Christmas Party” will be given by the Traffic 
Club of St. Louis at the Hotel Jefferson December 21. Members 
and ladies are invited. A Christmas dinner will be served and 
there will be clowns, music, and other entertainment. With 
Chief of Police Joseph A. Gerk cooperating, 200 St. Louis 
“kiddies” and 50 from East St. Louis will be guests of the club. 





A “Ladies’ Day Christmas Luncheon” was given by the 
Transportation Club of St. Paul at the Hotel Lowry December 
15. Music and a style show provided entertainment and there 
were souvenirs for the ladies. The annual banquet of the club 
has been set for January 21, with J. R. Turney, vice-president, 
St. Louis Southwestern, as the principal speaker. 





The Central Ohio Traffic Club held a meeting at the Mans- 
field-Leland Hotel, Mansfield, O., December 8, with C. E. Denney, 
president, Erie Railroad, as guest of honor. It was ‘“Ladies’ 
Night” and dinner was followed by a dance and card party in 
the ballroom of the hotel. The next regular meeting will be 
the annual meeting and election, to be held at Marion, O., in 
April. 





At a recent meeting of the Traffic Club of Houston, Cap- 
tain Charles Crotty, assistant director of the Port of Houston, 
gave statistical information about the port. Total expenditures 
for construction and maintenance of the deep water ship chan- 
nel up to June 30, 1930, amounted to approximately fifteen mil- 
lion dollars, he said. Of that, local interests of Harris county 
had contributed more than three million. 





F. H. Smith, Seaboard Air Line, has been elected president 
of the Norfolk-Portsmouth Traffic Club. 





At a luncheon December 17 the Traffic Club of Minneapolis 
had as its speaker Captain Paul Koenig, nautical director, North 
German Lloyd Line, who was in command of a German com- 
mercial submarine that docked at Baltimore in 1916 with a 
cargo of dyestuffs and returned loaded with rubber and nickel. 
Ladies were invited. Musical entertainment was provided. A 
bridge party was held in the club rooms December 14. 





The Transportation Club of Evansville held its annual 
dinner meeting at the Hotel McCurdy December 16. Arthur 
Eberlin was the principal speaker. A program of entertainment, 
including singing of Christmas songs under the direction of C. 
E. Alwes, of the Wabash, was presented. 





Thomas M. True, traffic manager, Southern Cypress Manu- 
facturing Company, was elected president of the Traffic Club 
of Jacksonville at the regular monthly meeting of the club at 
the Hotel Seminole December 7. Other officers elected are as 
follows: 


Vice-president, R. J. Warwick, South Atlantic Steam- 
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ATTORNEYS at LAW 


HARRY C. AMES __| Practicing 


ATTORNEY AT LAW 
Successor to Keene & Ames Before 
the 


Formerly Attorney and Examiner 

Interstate Commerce Commission 
Interstate | 
Commerce 


Transportation Bldg., Washington, D. C. 
Commis- 


| OR. D. DRISCOLL 
THOMAS L. PHILIPS sion 


ATTORNEY AT LAW 


Especial attention to matters before Inter- 
state Commerce and Federal Trade Commis- 
3 sions, rates, price fixing and _ valuation. 


PRACTICE IN ALL COURTS 
Liberty Central Trust Co. Bldg., ST. LOUIS, MO. 


PAYSOFF TINKOFF 


ATTORNEY AT LAW 


—and— 
CERTIFIED PUBLIC ACCOUNTANT (ILL.) 
SPECIALIZING 


—igo 
INTERSTATE COMMERCE CLAIMS 


FEDERAL TAXES 
1540 BUILDERS’ BUILDING CHICAGO, ILL. 
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Commerce Counsel 
and Attorney 
Philcade Building, Tulsa, Oklahoma 
Oklahoma City Office: 
709-10 Cotton-Grain Exchange Building 
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TRAFFIC MANAGERS 


BISHOP & BAHLER Traffic 


Incorporated September 16, 1914 


IC_ MANAGERS and 


TRAFF 
All Traffic and Transportation Matters 





Interstate Commerce and State Commissi Cc 
E. W. HOLLINGSWORTH Commerce 
1006 Fifth Street. Secramento, Calif. sal; 
a. 
1930 Broadway Head Office: 369 Pine St. Specialists 


Oakland, Calif. San Francisco, Calif. 


HENRY J. SAUNDERS 


CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
to Rates—Consolidations and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


Valuation 
Experts 
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TRAFFIC | 
MEN — 


Here is a file designed for tariffs. They 
stand upright and do not sag or buckle. 
On pulling out the Automatic Expanding 
drawer the title is visible at once and the 
I. C. C. and G. F. O. numbers are easily 
read; no shuffling of tariffs to find the de- 
sired one. Protect 7 solid feet of tariffs at 
the lowest cost per filing inch of any tariff 
filing medium. Furnished in desks also! 


Ask for literature 


AUTOMATIC FILE & INDEX CO. 
427 West Randolph Street, Chicago, Ill. 


Fe ces De s 
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Calmar Steamship Corporation 
INTERCOASTAL SERVICE 


ARRIVES 











STEAMER Seattle 


a. Peltimene delbhia A... 0 a. Oakland | Portland a 
TEXMAR | 14 |SAILED/SAILED/SAILED/SAILED|SAILED|Dec. 19}Dec. 21 
FLOMAR 7 |SAILEDJSAILED|Dec. 24/Dec. 28/Dec. 30)Jan. 3jJan. 5 
PORTMAR | 7 |SAILEDJSAILED}Jan. 7jJan. 11|Jan. 13)Jan. 17jJan. 19 
ALAMAR 7 |Dec. 26jJan. iIjJan. 24/Jan. 28jJan. 30/Feb. 3)/Feb. 5 
YORKMAR |] 15 jJan. 9jJan. 15/Feb. 7|Feb. 11|/Feb. 13/Feb. 17|Feb. 19 
LOSMAR 7 |Jan. 26/Feb. 1)Feb. 24/Feb. 28|Mar. 2|/Mar. 6j)Mar. 9 
VERMAR 7|Feb. 9|Feb. 15jMar. {9]Mar. 13|Mar. 16]Mar.%20|Mar. 23 





(Subject to change without notice) 


The Season’s Greetings 


cama LINE: 





For Information regarding rates, etc., apply to nearest office: 

a peers & PconmAck CO., Gen. Agts 
altimore, ay § - 
Chicago, ill., 140 $. Dearborn St poe ge Rigg 


SWAYNE & HOYT, INC., Agents 

631 Central Bldg. 

ist and Market Sts. 
Portland, Ore., 911 Bd. of Trade Bidg. 
San Francisco, Cal., Matson Bidg. 
Seattle, Wash., 1519 Railroad Ave., South 


Regular Piers 


Detroit, Mich., 2001-2 a Bk. Bidg 


N York, 
Philadelphi 


Bourse Bidg 
Pittsburgh 


a., dliver Bidg 


Pacific Coast 


Los Angeles—230-B Terminal Island 
Oakiand—Howard Terminal 

Portland, Ore.—No. | Oceanle Terminal 
San Franelsco—Pier No. 48- 
Seattie—Atlantic Dock Terminal 


Atlantic Coast 


i Baltimore—Pler 7. Western Md. Ry., 
: Port Covington 


= Philadelphla—Pier 27-N, Reading Co. 


1375 
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| Distribution 






Distribution—Stora ge— 
Forwarding of 


General Merchandise 


S. N. LONG WAREHOUSE 


SAINT LOUIS, MISSOURI 
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Southern Steamship Company 


(Pioneer Steamship Line to Houston) 
OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston ...... Mondays and Thursdays 


Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 


jeneancnasnrcasanongcosonerscoecnenicavonn vents teensiienseusueienecarensgseauscsatctecnensconsmamepescen tient tttit ts 


Low Rates 
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ship Company; secretary-treasurer, George Stallings, L. & N.; 
board, George West, Pennsylvania; Pope Stovall, Central of 
Georgia, and Caven Morrow, New York Central. W. J. Kenealy, 
chairman of the entertainment committee, announced that the 
annual Christmas dinner and dance would be held at the May- 
flower Hotel December 19. 
















































The Traffic Club of Dallas held its first meeting under newly 
elected officers at the Adolphus Hotel December 14. 








H. A. Scandrett, president of the Milwaukee, will be the 
principal speaker at the annual meetinng of the Traffic Club 
of Milwaukee at the Hotel Pfister January 20. Count Ernesto 
Russo will also be a guest as a “special ambassador” of Premier 
Mussolini. He will speak on “America as I Find It.” Harry 
B. Hall, vice-president, American Appraisal Company, will be 
toastmaster. Officials of companies by which the members are 
employed will be invited. 





In order to avoid conflict with the date of the annual dinner 
of the Traffic Club of Kansas City, the Traffic Club of Omaha 
has changed the date of its annual dinner from January 21 to 
January 14. ° 





The annual Christmas “Jinks” of the Pacific Traffic Asso- 
ciation was given at the Merchants’ Exchange Building, San 
Francisco, December 17. It was a “stag” affair, with dinner 
and a “live” show. 





The forty-sixth annual meeting of the Association of Rail- 
road and Steamboat Agents of Boston will be given at the Hotel 
Westminster January 11. Dinner will be preceded by a business 








TRAFFIC MANAGER, with experience in all phases of rate work 
and successful record in I. C. C. cases, will consider proposition from 
civic organization or industry. Address A. B. C. 346, care of Traffic 
World, Chicago, II. 





WANTED—Loose 
“Traffic Law 
Traffic World, 


under the name, 
N. 344, care 


leaf publication 
Service,’’ by H. C. Barnes. 
Chicago, IIl. 


published 
Address L. I. 

















FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing Allin One Book! 


Send for Sample Sheets 


G. R. Leonard & Co. 


i 
H 155 N. Clark St., Chicago 
% 


| LEONARD’S GUIDE 
| 


15 E. 26th St., New York 





tee, 

RICHMOND, VA. 
Storers, Distributors and Forwarders 
of General Merchandise 
175,000 Square Feet Floor Space 
Sprinkled Buildings 
Southern R. R. Siding 200 Ins. Rate 


Virginia Bonded Warehouse Corp. 
1709 East Cary Street 












DOM DEDTL PUTED EO OTT OADEDENEN IPtON I ruRaee _ 










Merchandise Storage 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 


CROOKS TERMINAL WAREHOUSES 


Storage and Distributing of Merchandise of Every Description 








Cit iil 


THRU RATES 
AND 

DIRECT witk. o* 

WATER 


NAUGATUCH 
© Bracow Fates 
OSevmoun 


$ 
< 
é% 4 Suet Laelia 


Q New Haven 
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meeting and there will be music and entertainment. On a ticket 
of nominations presented by the nominating committee Charles 
F. Palmer, Boston, & Maine, is shown as the only candidate for 
president. 


COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Lucian M. Abbot, Washington, D. C.; Francis E. 
Borg, New York, N. Y.; H. E. Brown, Kansas City, Mo.; Clair 
A. Callender, Santa Fe, N. M.; Francis J. Crilley, Washington, 
D. C.; Eustace Cullinan, San Francisco, Calif.; Charles Dealy, 
Pipestone, Minn.; Dawson Ditt, Saylesville, R. I.; Shepard J. 
Goldin, New York, N. Y.; Harris L. Groff, Chicago, I1l.; William 
B. Grogan, Washington, D. C.; F. G. Hamblen, Greenville, S. C.; 
Oscar Wyclif Harman, Chicago, Ill.; Richard H. Hatton, St. 
Louis, Mo.; Haviland Hobbs, Washington, D. C.; William W. 
Jackson, New York, N. Y.; A. W. Jenkins, Bartlesville, Okla.; 
J. F. Jordan, Alexandria, La.; John M. Kiskadden, Detroit, 
Mich.; R. H. Foster, Fort Worth, Tex.; Samuel W. Liske, Kan- 
sas City, Mo.; Bernard Lobman, Montgomery, Ala.; J. A. Lovell, 
Fort Worth, Tex.; Thomas F. Lynch, New York, N. Y.; Otto C. 
Mallon, Los Angeles, Calif.; Fred A. Maltby, Washington, 
D. C.; L. F. Malum, Chicago, Ill.; Benjamin H. Marshall, New 
York, N. Y.; Harry V. Marshall, New York, N. Y.; Milo J. 
Meeker, Pipestone, Minn.; O. W. McWhorter, Lubbock, Tex.; 
John J. Nevener, Pine Bluff, Ark.; Hoke O’Kelley, Atlanta, 
Ga.; Rufus W. Pearson, Washington, D. C.; William C. Purnell, 
Baltimore, Md.; J. E. Quaid, El Paso, Tex.; R. B. Rawlins, 
El Paso, Tex.; Charles B. Roeder, Philadelphia, Pa.; Sidney 
L. Samuels, Fort Worth, Tex.; Minier Sargent, Chicago, III; 
Thomas F. Shea, Tulsa, Okla.; James W. Stanard, Baton Rouge, 
La.; Arthur J. Strangeway, Paterson, N. J.; William T. Swei- 


gert, San Francisco, Calif.; John E. M. Taylor, Muskogee, 
Okla.; W. B. Thomas, Groveton, Tex.; Robert A. Wallace, Salina, 
Kan.; John R. Willis, Bronson, Fla. 


DOCKET OF THE COMMISSION 


December 21—Argument at ware, a. C3 
6469,—Application of N. Y. & H. R. R. for permission to con- 
tinue service by water aden Buk 1, 1914. 
December 21—Chicago, Ill.—Examiner Smith: 
24375—Hygrade Food Products Corp. vs. A. T. & S. F. Ry. et al. 
December ee, Ind.—Examiner Disque: 
1. & S. 3647—Routing woodpulp board from International 
Minn. to Ill. and Mo. 
December 21—Washington, 
24069—Atlantic Coast Line R. 


Falls, 


D. C.—Examiners Hosmer and Dillon: 
R. Co. et al. vs. A. & A. R. R. Corp. 


et al. 
24160—In the matter of divisions of joint interterritorial rates be- 
tween official and southern territories (adjourned hearing). 
December 21—Wilson, N. C.—Examiner Brennan: 
24223—Carolina Shippers’ Assn., Inc., et = vs. A. C. L. R. R. et al. 
December 22—Argument at to oe cs 
18551—Armour Grain Co. vs. C. M St P. Ry. et al. 
23841—Kohler Co. vs. C. & N. W. 4 et al. 
December 22—Cincinnati, O.—Examiner Disque: 
24740—Procter & Gamble Mfg. Co. vs. Alton R. R. et al. 
December 23—Argument at Washington, D. C.: 
— (and Sub. 1)—Independent Coal Tar Co. vs. B. & A. 


al. 
23755 _ Sub. 1)—Alan Wood Steel Co. et al. vs. A. G. S. 
et al. 


R. R. 
=. &. 


December 28—Washington, D. C.—Examiner Wilbur: 
24432 (and Sub. 1)—Washington Building Lime Co. et al. vs. A. C. 
R. R. et al. (adjourned hearing). 
camuery 4—Washington, D. C.—Examiner Wilbur: 
24755—Henry C. Stuart vs. N. & W. Ry. et al. 


January 4—Washington, D. C.—Examiner Peck: 
— - — ert Suen Coal Producers Assn. 
& et 
2107t New _— Paper & Pulp Traffic Assp. et al. vs. B. 
et 


os0ee Stare of New Hampshire vs. B. & O. R. R. et al. 
a of Commerce of Chambersburg vs. B. & O. R. R. 


al. 
pesiiene Fourth Section Application 1570 et al. (adjourned hearing). 
January 4—Washington, D. C.—Examiner ‘ewe 
Finance No. Excess income of L. O. 4 = R. R. 
Finance No. 3621—Excess income of A. C. E: 


ag 5—Washington, D. C.—Examiner her 
Fourth Section Application No. 14437, filed by F. A. Leland. 


et al. 
& M. 





QPornas 

} From—Stamford, South Norwalk, Bridgeport, 
Qbictrrennre —_SDAmersow New London and Norwich, Cenn. 
' eee age 


To—C. F. A., W. T. L., Inter-Mountain, 
Carolinas, South and Southwest 

Via—CLYDE, OLD DOMINION, SAVANNAH, 

MALLORY and MORGAN S. S. LINES 


THAMES RIVER LINE, INC. 


Pier 31 E. R. NEW YORK CITY 
ERNEST E. FUCHS, Vice-Pres. 
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How to reduce distribution costs 
and make more profit. 


How to maintain closer sales con- 
tacts without establishing branch 
houses and increasing overhead 
expense. 


How to meet competition which 
gives price concessions and offers 
better, quicker delivery of mer- 
chandise. 


O MAKE MONEY these days, man- 

ufacturers must successfully main- 
tain closer contacts with their retail 
trade. Dealers everywhere have been 
forced to hold store stocks to a mini- 
mum, relying on prompt delivery from 
the manufacturer’s organization to sup- 
ply needed goods. If the manufacturer 
can’t deliver. . . the business goes to 
a competitor. 


The manufacturers who are most 
successfully weathering the depression 
are those who distribute their goods 


——— efficiently and economically through 
| —s ~pu merchandise- eT hey 


give their trade immediate delivery from 


~--+~6trategically. placed spot stocks. Their 
(ER @ostyyare kept,in- linge, with their volume 
‘of business : wheal re off, ‘costs 

mm Lo 
Wet thee dabeitagturers havestio problems 
of maintaining a branch house system, . . of 


great deal less than distribution through branch 
houses—and it eliminates the risk of branch 
house operations. 


WRITE FOR FREE BOOK 

Full details of the AWA Plan of 

Distribution are described in our 32- 

page booklet: ‘‘Increasing Your Sales through 

the Use of AW A Warehouses’’. Have your 
secretary write today for your copy. 


AMERICAN 
WAREHOUSEMEN’S 
ASSOCIATION 


1972 Adams-Franklin Bldg., Chicago, Ill. 
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Will You be on the 


PROFIT SIDE 
OF ENGLAND’S 
TARIFF WALL? 


Britain has cast her vote for tariff. What will this mean to your 
export business? 

Answer that question with action . . . get inside the “wall” 
now. Protect your business by establishing a factory in England. 
No customs duties to pay. No gold standard to worry about. 
Cheaper labor and carrying charges. 

It is easy to find out whether or not this suggestion fits your case. 
Our files contain a complete listing of British factory sites for sale 
or rent. Also the experience background of scores of American 
businesses already manufacturing in England. Write or phone 
for this information ... one of our offices is near at hand. 


It will be given in strict confidence, without cost or obligation. 


LIMS 


GREAT BRITAIN 


London, Midland & Seottish Railway of G. B. 


(LONDON, MIDLAND & SCOTTISH CORPORATION) 
Thomas A. Moffet, Vice-President—Freight Traffic 1 Broadway, New York City 
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MEANS DOLEIARS TO EVERY SHIPPER 


When Oriental customers have bought and specified shipping date . . . when merchandise is waiting to 
be shipped, when you know what a demand . . . and a big demand is present in the Orient for mer- 
chandise that you have to sell . . . THAT’S WHEN TIME SAVED MEANS DOLLARS! 


To know of Seattle’s proximity to the Orient means to ship VIA SEATTLE. For there is much to be 
gained in speed and handling charges, as well as insurance. A week’s time saved enroute to the Orient 
is common when goods are shipped VIA SEATTLE. 


You should be interested in these facts, whether or not you now enjoy trade with that vast Oriental 
market. For some day you will. There are 500,000,000 people in the Orient who like American-made 
merchandise—one-half billion buyers, eaters, users of the things you have to sell. 


Free information regarding the modern $10,000,000 port facilities of 
Seattle, and the convenience of Seattle to the Orient, is yours for the ask- 
ing. Write Port of Seattle, Bell Street Terminal, Seattle, U. S. A. 


Note: Seattle is terminal point for six trans- 
continental railroads and 142 different steamship 
lines operating to all ports of the world. 
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SHIP VIA NEAREST AMERICAN PORT TO THE ORIENT 


FARERE 








































Interior of the $1,000,000 warehouse of the Mallory Lines. 
Concrete and sprinkler-protected. 


AVOID UNNECESSARY DELAY 


iti tninnemammnncnnmemncnnenens Sis ineiie Tiis 


Ship Via: 3 ar 
GALVESTON: S\ es 


For Better Service on Water-Borne Shipments 
to and from the Southwest . . . 
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Ir you do business in the Southwest, it will 
pay you to ship via Galveston. 


Galveston is the terminus of five great rail- 
way systems and 69 steamship lines serving 
major world ports. Splendid coastwise serv- 
ice extends to both the Atlantic and Pacific 
seaboards. Rail and ocean terminal facilities 
are co-ordinated and operate under one con- 
trol. Cargoes are transferred in the shortest 
possible time. 

Galveston is on the open sea—" America’s 
Port of Quickest Dispatch.” 

Complete facilities for handling every type 
of commodity, satisfactorily. Fifty-one miles 
of switch track connect 32 piers, 30 water- 
front warehouses and four grain elevators. 
One switching brings freight cars ‘to ship- 
side... .Galveston’s unrivaled efficiency is 
backed by a century of shipping 
experience. 


Traffic experts welcome opportunity to help solve shipping 
problems. Write for ‘Shippers’ Digest” containing port and 
cargo news, sailings, etc. Subscription free to executives, 
shippers, etc. Write the Chamber of Commerce, Galveston, 
Texas, or direct to the Galveston Wharf Company. 
Investigate the advantages of Galveston as a distributing 
or manufacturing base. Visit Galveston and enjoy its superb 
surf bathing and resort attractions. 
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GET SHIPMENTS THERE ON TIME VIA GALVESTON 


Vol. XLVIII, No. 26 








= HAECKUS 
EXPRESS 













































































































INCORPORATED 
= HAECKL'S Established 1918 
EXPRESS 
= INC. HAMILTON, OHIO 







Chicago 
. e 


DEPENDABLE 
DAILY 
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Serving central Indiana and the ‘ oe 
great Miami Valley in Ohio. Ter- INDIANA 
minal connections for distribu- ‘ 


tion through the Columbia a 


Motors Group. 


TERMINALS 
Cincinnati, Ohio 
124 West Commerce St.—MAin 1090-1 


Hamilton, Ohio 
806-14 S. 7th St.—1813-4 


Indianapolis, Indiana 
942-6 Daly St.—Riley 4778 


Middletown, Ohio 
110 S. State St.—3100-1 


s 
* 
Indienapolis 


SEE COLUMBIA MOTORS ANNOUNCEMENTS 
Pages 615-634-635, September 19th issue; pages 
744-745, October 8rd issue; page 905, October 
24th issue; page 984, November 7th issue; page 
1135, November 21st issue; pages 1310-11, De- 
cember 12th issue, Traffic World. 










COLUMBIA MOTORS GROUP 





rr Columbus, Ohio 
fe da sd er New Albany, Indiana 
The Weneet VOmie TIGGG CO secs ociicc ccc isseccces Wadsworth, Ohio 
The General Motor Transportation Co.................66. Dayton, Ohio 
SS I, DOR a ccccnce wevedncceccnseussocanen Hamilton, Ohio 
I Ns i ch eae dee sees neanwehus Evansville, Indiana 
ee ey SI GI occ cc sccrdcnsoveusesecssnceens Toledo, Ohio 
E. A. Schlairet Transfer Co.......................-+-Mt. Vernon, Ohio 
The Weel Tr BO a io oo bc chk c ceswnanwes Columbus, Ohio 


Columbia Motors, Inc. 


NICHOLAS BLDG. FRANK C. SCHMIDT, President TOLEDO. OHIO 
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Greetings 


Most cherished among the gifts bestowed by 














the passing year is the memory of the pleas- 
ant relations with those whom we are privi- 
leged to look upon as our friends. » To you 
for whose esteemed patronage we are most 
truly grateful, our entire organization extends 
greetings and hearty good wishes. » Like an 
old-time treasure ship may Christmas bring 
you a cargo of Health and Happiness, may 
friendly trade winds billow her sails through- 


out a voyage of prosperity in the New Year. 


President 


| THE CHAIN OF TIDEWATER TERMINALS 
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